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PREFACE. 

This book has been written with the object of placing in 
a concise manner, before engineers and students, the thermo- 
dynamic principles underlying the design of various forms of 
heat engines. With this object in view, no detailed descrip- 
tion of the mechanisms of the various types referred to has 
been attempted except in so far as has been necessary, to 
explain the theoretical principles involved. To render the 
book of more use to students, a number of examples have 
been added as an Appendix. 

The calculation of heat quantities by means of the tern- 
perature-entropy diagram has been purposely avoided through- 
out, as it has been thought better, for the sake of uniformity, 
to treat every type from the pressure-volume point of view 
only. 

I desire to take this opportunity of acknowledging my 
indebtedness to Professor S. Dunkerley, now of Manchester 
University, for much information and kindly help — both 
formerly when his pupil, and * also more recently while his 
assistant at the Eoyal Naval College, Greenwich. 

L. M. HOBBS. 

Greenwich, December 1906. 
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CHAPTER I. 

LAWS AND PRINCIPLES OP THERMO- 
DYNAMICS. 

§ 1. First and Second Laws of Thermo-dsmamics.— 

Thermo-dynamics includes the consideration of the relations 
between the quantity of heat supplied to given substances 
and the amount of mechanical work that can be obtained 
from them in return. 

The present chapter will be devoted to considering some 
of the principal laws that govern the changes of heat into 
mechanic energy, and vice versd ; a full appreciation of these 
laws being required for the proper study of the subject. 

There are two principal laws of thermo-dynamics justified 
by observation and experience; they may be stated as 
follows : — 

First Law of Thermo-dynamics, — Heat and mechanical 
energy are mutually convertible. In other words, whenever 
work is performed by the agency of heat, an amount of heat 
disappears equivalent to the work done; and conversely, 
whenever mechanical work is employed in generating heat, 
the heat generated is equivalent to the work performed. 

Second Law of Thermo-dynamics. — It is impossible for a self- 
acting machine, unaided by external energy, to convey heaifrom 
one body to another at a higher temperature. This law is some* 
times stated in a rather different form; but the above statement, 

1 



2 THERMO-DYNAMIC PRINCIPLES ^ OF ENGINE DESIGN. 

due to Clausius, contains the principle involved, and will be 
sufl&cient for the purposes of this book. 

§ 2. Consideration of the First Law. — It is found 
experimentally that heat produces by its disappearance — 
and requires for its production — mechaniqal energy equi- 
valent to 774* foot-lbs. of work for each thermal unit so 
lost or produced, the latter being defined as the amount of 
heat necessary to raise 1 lb. of water at about 39° F. through 
one degree on the Fahrenheit scale. The First Law states, 
therefore, that if a body receives an amount of heat from 
any source equal to H thermal units, the exact mechanical 
work equivalent to this is J x H foot-lbs. where J = 774, and 
is known as Joule's equivalent^ or, more shortly, as "the 
Joule." It states no more than that J x H is the amount of 
work that can be got out of the substance if there are no 
losses. 

Now, in doing work, a substance undergoes some cycle of 
energy changes, and if the cycle be a complete one, the 
substance eventually returns to its initial state. Its stock 
of energy is then precisely the same as at first, so that what- 
ever heat has been received, none of it remains in the body. 
But work will have been done at the expense of the heat 
received, and the First Law merely states that the work 
done is exactly equal to the heat received if the efficiency 
be unity. 

§ 3. Efficiency. — By ejiciency we therefore mean the 
ratio of the actual work done to the heat supplied. 

Thus in nearly every form of thermal engine mechanical 
work is obtained by means of the force of the expansion of 
an elastic fluid, acting usually on a piston travelling in a 
cylinder. Heat is originally supplied to the elastic fluid to 
cause the expansion, and of this heat part is lost by con- 
duction to the containing walls, and another part is carried 
away when the fluid escapes to the air or condenser at the 
end of the stroke of the piston, but a third part has dis- 
appeared altogether as heat. This third portion is the exact 
equivalent of the work done by the elastic fluid in driving 

* Joule has given this value as 772 foot-lbs., and more recently it has been 
shown to be 778 foot-lbs. ; but the above value is given by Regnault, and since 
the steam tables in general use were compiled by him and involve this con- 
stant, it is evident the value 774 is the one to take, and it will be used, there- 
fore, throughout this book. 
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the piston. It is the ratio of this third portion (which is 
converted into actual useful work) to the heat originally 
supplied to the fluid which is a measure of the eflBciency of 
an engine. 

We must bring the substance back to its initial state to 
discuss the question of its efficiency ; for though we can go 
from one state to another and find the heat received and 
work done during the change, we cannot talk of the efficiency, 
because part of the heat received has gone to increase the 
stock of internal energy of the substance, and is, therefore, 
still available. 

In practice, the working fluids used in engines always pass 
through a closed heat cycle, and eventually come back to their 
original condition ready to repeat the cycle again; as, for 
instance, the steam in a steam-engine cylinder. It starts as 
cold water on entering the boiler, is there converted into 
steam, is used in the engine as such, and finally becomes 
condensed to water again in the condenser ready to be 
pumped back into the boiler once more. 

The actual thermal efficiency of engines is always small — 
not greater than 20 per cent, for a steam-engine, 30 to 35 
per cent, for a gas or oil eiigine, and 40 per cent, for an air- 
engine, though the last is never realised for mechanical 
reasons. 

What, then, has become of the remainder of the heat 
originally supplied to the working fluid ? It is not in the 
substance, for that is assumed to be again in its initial state. 
It must have been imparted to outside objects, as the 
cylinder, condenser, etc., for example. We thus have to 
measure three things in any cycle of operations, viz. : heat 
received, heat converted into useful work (i.e work done), 
and heat rejected or lost. 

We can represent these very simply graphically. 

§ 4 Graphical Representation of Heat Quantities. — 
Suppose we have a substance initially in a state A so that 
its pressure is represented by AE and its volume by OE, 
and suppose heat to be supplied to the substance so that 
it expands in some manner till it reaches the state B. Then 
the work done during the operation AB by the expanding 
substance is obviously the area ABFE in fig. 1. Now draw 
through the points A and B adiabatic* curves, which will 

* An " adiabatic curve " of expansion or compression is the curve connecting 
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eventually touch the axis of volumes at infinity. Let these 
be AM and BN. Draw CDG through any point C on the 
curve BN, vertically to OG. Then we can look on ABCD 
as an indicator card, and the substance will come back to 
its initial state A, after having performed the operations 
AB, BO, CD, and DA. Now, during AB heat has been 
received by supposition. During BC no heat is received 
since it is an adiabatic curve, and similarly during DA, nor 
is any heat rejected. Hence since the substance returns to 
its initial state A, heat can only have been rejected during 
CD. But external work has been done, measured, as has 
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Fig. 1. 

just been seen by the area ABCD. Hence the heat rejected 
during CD must be the difference between the heat received 
during AB and the work measured by ABCD. If we take 
the point C nearer N, more work will be done (since the 
area ABCD will increase) for the same heat received ; and 
finally, if the point C be at an infinite distance along the 
curve BN, the points C and D will coincide and no heat at 
all will be rejected. The area ABNM when N and M are 
at infinity will represent, therefore, the whole of the heat 
received during AB. We have thus obtained an area ABFE 
to represent the work done during any operation as AB, 

the pressures and volumes of a gas when a constant quantity of it is being 
expanded or compressed in a non-conducting cylinder without receiving heat 
from, or imparting heat to, any external objects. 
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and an area ABNM to represent the heat received during 
the same operation. Therefore : — 

Heat received — Work done during any such operation 
= area MABN -area ABFE 
= area MKBN - area AKFE 
= area NBFX -area MAEX. 

This difference is independent of the path AB, so that 
when a substance passes from a state A to another state B, 
the difference between the total heat received and the 
external work done depends purely and simply on its initial 
and final states. 

Now the area MAEX represents the amount of work 
that could be got out of the substance at state A if it were 
expanded adiabatically to zero pressure, and is called the 
intrinsic energy of the substance at state A. So also the 
area NBFX represents the intrinsic energy of the substance, 
at the state B. 

Therefore we have : — 

Heat received — Work done = 

Increase or decrease of intrinsic energy. 

If the substance pass through a complete cycle of opera- 
tions, coming back to the state A, as in fig. 1a, heat is 
rejected during ADB measured by the area M ADEN ; and 
work is done, represented by the shaded area ACBD. Since 
the substance returns to its original state A, it has the 
same intrinsic energy finally as before, and has therefore 
merely been an agent for converting heat into useful work. 
The efficiency (ly) is then given by 

_ area ABCD 
'^ areaMACBN^ 

and the heat rejected, represented by MADBN, is lost. 

Why has this heat to be rejected ? Even if our mechanical 
appliances will not permit of our converting more than a 
certain proportion of the heat received into work, why 
cannot we make this heat rejected flow back into the 
substance and so save it ? For the reason that heat will not 
of its own accord flow from a lower to a higher temperature, 
which is the Second Law of thermo-dynamics. This law, 
therefore, imposes a limit on the application of the First 
Law. 
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Consider the useful work area A BCD in fig. 1a. Suppose 
we draw an isothermal* curve corresponding to the lowest 
temperature we have available. Let XT' be this isothermal 
curve. Then we can increase our indicator card ABCD by 
extending it to ABT'T ; but this is the maximum amount of 
work that we can get from the heat received during AB, for 
even if we form an artificially lower temperature and so get 
an isothermal SS', and an increase of useful work measured 
by TT'S'S, we should have first to produce this artificial 
lower temperature, and in producing it would have to do 
more work than we should get back from our engine by 



^.rr^C 
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N 



Fig. 1a. 



having produced it. Thus in a steam-engine we should not 
reject heat to the condenser circulating water, but cause it 
to flow back into the boiler, were it not that more energy 
would be required to pump the heat back than would be 
obtained from it when there. 

§ 5. Consideration of Second Law. — The Second Law 
of thermo-dynamics was originally propounded by Carnot. 
He inferred that the efficiency of a perfect engine depended 
solely on the temperatures between which it worked, and 
that it was independent of the nature of the substance used 
as the heat conveyer. He arrived at this conclusion by 
establishing the important principle that all completely 

* An " isothermal curve " of expansion or compression is the curve connecting 
the pressures and volumes of a gas when a constant weight of it is expanded 
or compressed at constant temperature. 
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reversible engines working between the same upper and 
lower limits of temperature (i.e, with the same source of heat 
and refrigerator) have the same efl&ciency, no matter what 
the substance employed. He defined a perfectly reversible 
engine as being one that, whatever amount of mechanical 
energy it can derive from a certain thermal agency, if an equal 
amount be spent in working it backwards an equal reverse 
thermal effect will be produced. The proof of his principle is, 
roughly, as follows : — Suppose there are two heat engines, viz. : 
A of any kind whatever, and B a perfectly reversible engine. 
Let them be designed to draw the same quantity of heat from 
the source of heat supply when they are both working for- 
wards. Suppose B be reversed and driven backwards by A, if 
possible. Then B rejects Q units of heat, say, into the hot 
body and A receives Q units from the hot body, and there is 
no transfer of heat from the heat source. If the efl&ciency 
of A is greater than that of B working forwards, then Ua is 
greater than Ub, where Ua and Ub represent the useful work 
done by A and B respectively. Hence the external work 
(Ua— XJB)i8 done by the combination, and this heat trans- 
formed into work must be assumed to be derived from the 
cold body. This process might be continued until all the 
heat of the cold body or refrigerator is transformed into 
work. Since this is impossible, it is evident the eflBciency of 
A cannot be greater than that of B. Hence the efl&ciency of 
a reversible engine within given limits of temperature is 
the maximum possible, and therefore all reversible engines 
working between the same limits of temperature have the 
same efficiency. 

Carnot therefore arrived at the conclusion that the 
efficiency depended solely on the linear diflference of tem- 
peratures between which a perfect engine worked — that is 

useful work done U /m m\_ ^4. 

where T^ and Tg are temperatures measured on some scale. 

Hence the rj increases as Tg decreases, and has its maximum 
value, unity, when T2=0. 

Then the constant = =-, so that 

T — T 

Efficiency of a perfectly reversible engine = -i— — ^. 

•^1 
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We see, therefore, that the temperature is measured from 
a point where the suljstance has no temperature and is 
absolutely deprived of heat. This point is generally known 
as the dynamical zero, for, could such a low temperature be 
reached, all molecular motion would cease. 

§ 6. The Dynamical Zero of Temperature.— Let us 
consider this dynamical zero of temperature more fully, and 
see how we can infer its position relative to the thermometric 
scales in common use. We have seen that at this zero point 
the substance will have no heat whatever. Let Q^ and Qg be 
the quantities of heat received by a substance at states 1 and 
2. Then if the state 2 represent the dynamical zero, we shall 
haveQ2 = 0. 

Now by the First Law of thermo-dynamics the efficiency 
of an engine is given by 

.=^^-J^^ .... (1) 

and by the Second Law it can be stated that 

i/ = a function of T^ and Tg . • (2) 
.-. |=AT,.T,) (3) 

Now the heat received by the working substance in an 
engine depends on four things — its temperature (T), its 
pressure {p), its volume (v), and the nature of the substance 
itself {n), 

••. Qi = F(TiPii^i^i) ; Q2 = F(T^2V2)- 

Q2 F(T2P2V2) V^(T2) 
where VK^i) and "^(Tg) represent functions of T^ and Tg. This 
follows from equation (3), since the ratio of Q^ to Qg depends 
only on temperature. 

If Q2 = 0, then T2 = 0, and all the heat is converted into 
work. As one cannot conceive more heat being converted 
into work than is received, under no conditions can Tg be 
negative. We thus get an idea of an absolute zero of 
temperature, independent of the substance, and corresponding 
to an absolute deprivation of heat. 

To infer the position of this absolute zero relative to a 
known thermometric scale, say the Fahrenheit scale, con- 
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aider the expansion of a perfect gas, expanding according to 
the law 

^ = ^x constant 

between pressures p^ and p^ and volumes v^ and v.^,, t being 
measured on the scale of a perfect gas thermometer. 
Then the efficiency of the expansion is given by 






— ± 



u-u 



and I? =^1^2 



Hence 



Q2 t. 
t 



^— 



2 



that is, our dynamical zero is the same as that of a perfect 
gas thermometer. 

By experiment it is found that if heat be extracted from 
a gas at constant pressure, its volume de- y^ 

creases proportionally to the decrease of 
temperature. If we could go on far enough 
the volume would vanish altogether. For a 
gas such as air it is found that the volume - 
decreases 4^ part for every degree Fahren- 
heit of decrease of temperature. Hence if 
the volume of a gas be represented by 493 at 
32° F., then 

at 31° F. its volume will be 492, 

at 0° F. „ „ 461, 

and at - 461° F. „ „ 0. ^ „ 

" ' Fig. 2. 

In practice, a gas would change its 
physical state before reaching so low a temperature; but 
since gases behave nearly as a perfect gas until this change 
of state is arrived at, we can call this zero ( — 461° F.) 
approximately the zero of our perfect gas thermometer, 
and, therefore, also the absolute dynamical zero. 

§ 7. Laws relatmg to the Expansion of Gases. — In 
the last paragraph it was stated that a perfect gas expands 
according to the law 

pv = Ct. 

This statement is based on two laws, known as Charles* Law 
and Boyle s Law, 
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Charles* Law states that, under constant pressure, equal 
volumes of different gases increase equally for a similar 
increment of temperature. 

BoyUs Law is the statement that if the temperature of a 
permanent gas remains constant, and the pressure and 
volume be varied, the product of the pressure and the 
volume at any instant is a constant quantity for any given 
mass of the gas. 

Hence 'pv = const, when T is constant. 

Also by Charles' Law^a = T when i? is constant. 

Combining these expressions, 

i?t; = CT 

where C is a constant, and T is measured on the scale of the 
gas thermometer — that is, from the absolute zero of § 6. 

C has the value 53-2 for air, and 85*5 for superheated 
steam, when ^ x v is measured in foot-lbs. 

Another important law is Regnaulfs Law, which states 
that the specific heat of a gas at constant pressure is the 
same for all temperatures. 

If the specific heat of a gas at constant pressure be 
denoted by Kp per lb. — 

K =1834 in foot-lbs. for air; 

= 373 „ „ for superheated steam. 

Now, considering the expansion of a perfect gas at 
constant pressure from a volume v^ to a volume v^, evidently 
the heat expended in external work=|?i(v2— 'yi) = C(T2 — T^). 
But the total expenditure of heat corresponding to this 
work is equal to the product of the specific heat into the 
rise of temperature. Therefore 

Total expenditure of heat = K (Tg-T^) ; 
hence. Heat expended in internal work = (^ — CXTg— T^). 

Now, if 1 lb. of gas at constant volume be raised in 
temperature from T^ to Tg, the heat absorbed is K^(T2 — T^) 
where K is the specific heat per lb. at constant volume. 
Since no external work is done, this also measures the 
heat required for internal work between the temperatures 
Tj and Tg. 

.-. (K,-C)(T2-T,) = K,(T2-T,); 

.-. K, = K - C = 183-4 - 53-2 = 130*2 foot-lbs. for air. 
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K, can be obtained theoretically. It can be shown that 
where y is given by 



K, 
K 



V = y 



^Vf' 



V being the velocity of sound in the gas, d the density, and 
p the pressure of the gas. K^ has also been found experi- 
mentally by Joly, but the experimental determination is 
difiBcult. For air, y has the value 1-408. In general, when 
a gas expands, its temperature will change ; but Jo^de showed 
that if a perfect gas be allowed to expand without doing any 
external work and without receiving heat, its temperature 
will remain constant. 

This is not true for air, as its temperature falls 1° C. for 
every drop in pressure equivalent to one atmosphere. 
Advantage is taken of this in some refrigerating machines 
to obtain a very low temperature by the free expansion of 
air through a great range of pressure. 

§ 8. Expansion of a Perfect Gas. — Before proceeding to 
discuss the actual methods by 
which work is obtained from "''"* 
gases in heat-engines, it will 
be advisable to consider how a 
perfect gjw behaves when it ex- 
pands, and how the heat re- 
ceived and work done during 
the expansion may be calcu- 
lated. 

The nature of the expansion 
curve depends on the transfer 
of heat to other bodies ; but in 
general such expansion curves 
can be represented by an equa- 
tion of the form 




vo/s. 



^** = constant. 



Fig. 3. 



when n is given a suitable value. 

Let 1, 2, in fig. 3 be such a curve of expansion. 



Then the 
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external work done during expansion from 1 to 2 is given 
by the area 1, 2, N, M = E. 

The internal work done (I) during the same operation i8 = 
KXT,-T,). 

Suppose Tj = 0. Then the quantity of internal work done 
in raising the gas to a temperature T^ from absolute zero is 
equal to K^Tg, and this is defined as the intrinsic or inietmal 
energy ol the gas at the state Tg. 

Now, total heat expenditure (Q) from external sources 
during the expansion 1, 2, is given by 

Q = I + E. 
I = K.(T,-T,); ^^\^^dv^^,^\^-JP^-A^ 

- Q=(T.-T,)(^-^-K.) = KXT,-T,)Zr-. 

for C = K,,-K, = K.(y-l). 

If the expansion be adiahatic, Q = ; 
.-. n = y. 

For air y = l-408, and for steam y= 1-135. 

If the expansion be isothermal, Ti = T2, and hence ri=l to 
make Q finite at all. 

Q then becomes indefinite, but now ^ = constant. 

.*. E= I pdv = pvl —=zpvloQe^ = Cn!AoQ,r, 
J 1 J I V ^ ^ v^ 

where r is the ratio of expansion. 

.-. Q = I+E = K.(Ti-Ti)+CT,log,r = CTilog,r 

for this case. 

The temperature need not necessarily fall during ex- 
pansion, for 

U-§^^^^^=^^ since C = K.(y-l). 
During expansion E is necessarily positive. 
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Hence I*is positive so long as n is less than 1, and Tg is 
greater than T^ ; that is, the temperature of a gas increases 
during expansion if n<l. Correspondingly, if ti be greater 
than I, then also T^ is less than T^; ie. the temperature falls 
during expansion. 

Evidently when n = l, then 1 = 0, and T2 = T^; that is, the 
expansion is isothermal. 



CHAPTEE II. 
HOT-AIR ENGINES. 

§ 9. Gteneral Considerations. — In the last paragraph of 
the preceding chapter the method was discussed by which 
the work done by a perfect gas for a given heat supply could 
be calculated. Practically aU heat-engines use gases or 
vapours, whose properties approach those of a ^perfect gas, as 
the means of converting heat into useful work. The working 
substance receives heat from the heat source, expands in a 
cylinder doing work, and finally rejects any heat unused into 
a cold body or condenser. The working fluid is then ready 
for a fresh supply of heat from the heat source, so it finally 
returns to the same state in which it started — that is to say 
it passes through a closed cycle of operations. There are thus 
three essentials for a heat-engine: (1) a hot body; (2) a cold 
body ; (3) the working fluid. 

One of the most convenient working fluids to use is air, 
and the present chapter will be devoted to describing some 
types of heat-engines that employ this gas for their working 
substance. In different engines the expansive fluid passes 
through quite different cycles of operations. It is intended 
here to consider only four types of cycles that may be 
adopted, as, if the methods of calculating the heat accounts 
of these cycles be fully appreciated, the reader will have no 
difficulty in dealing with other types that may be met with. 

§ 10. Camot's Cycle for a Heat-Engine.— Carnot was 
the first to suggest a cycle for the working fluid of a heat- 
engine, though, owing to mechanical difficulties, no actual 
engine was constructed using his cycle of operations. His 
proposed cycle was as follows: — Suppose a gas is in the 

14 
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condition p-^v^ in a cylinder, and occupying the space 01' in 
the figure. Apply a hot body A to it, and let the piston 
move from V to 2'. The curve of expansion of the gtxs will 
then be 12, and evidently this will be an isothermal curve 
of expansion at the temperature of the hot body, as A is 
supposed in contact with the gas while the piston is travelling 
from 1' to 2\ When the piston has reached the point 2' 
suppose A removed, and then the gas will continue to expand 
adiabatically, since no heat is being received, until 3' is 
reached. Now apply the cold body B and let the piston 




Fig. 4.— Caraot's Cycle. 

return, compressing the gas in the cylinder to 4'. Evidently 
the compression will again be isothermal, but at the tempera- 
ture of B. Finally at 4' remove B, and the compression will 
be completed adiabatically until the piston is at the end of 
its stroke. Consider now the distribution of heat during the 
cycle, and let suffices refer to the figures in the diagram. 
Then 

Heat received from 1 to 2 = Qi2 = CTiloger per lb. of 
air, where r is the ratio of isothermal expansion. 

Heat received from 2 to 3 = Q23 = 0. 

Heat rejected from 3 to 4 = R3^ = CT3 log^ r\ 

Heat rejected from 4 to l = R^j=:0. 

It can readily be shown r = r' in order that the final 
adiabatic curve must pass through the starting-point, 1. 
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.'. Heat converted into useful work 

= U = 2Q-2R = C(Ti-T3)log.r. 
Hence, eflficiency of a Camot's cycle 

_ U, C(T,-T3)log.r ^ T,-T3 . 

as before, in § 5, 

§ 11. Stirfing's Engine. ^The first practical hot-air 
engine was invented by the Eev. Eobert Stirling in 1816. 




Fig. 5.— Section of Stirling's Engine. 

He employed isothermal expansion during the whole forward 
stroke of the working piston ; then, by means of a large 
separate cylinder containing a non-conducting displacing 
piston worked off the engine shaft, he was able to suddenly cool 
the working fluid from the temperature of the heat source to 
that of the cold body. The latter consisted of a water jacket 
enclosing the top of the displacing cylinder. A sudden 
change of temperature and pressure at constant volume was 
thus obtained. The working piston on its return stroke 
compressed the air in the cylinder isothermally, at the 
temperature of the water jacket ; and at the end of its stroke 
the displacing piston again moved suddenly up, forcing the 
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air from the water-jacket side of it to the hot side, thiis 
causing a sudden rise of pressure at constant volume. His 
cycle was, therefore, as shown in fig. 6. 

12 represents isothermal expansion of the air in contact 
with the hot body A. 

.-. Qi2 = CTj log, r per lb. air. 

23 represents fall of 
temperature and pressure 
at constant volume, heat 
being rejected to B. 

.-. R,3=KKT,-T3); 

Kv being the specific heat 
of air at constant volume. 
34 represents isother- 
mal compression by the 
working piston, the air 
being in contact with the 
cold body B, i.e, the cool- 
ing water. 

.-. E3, = CT3log.r. 

41 represents rise of temperature at constant volume, heat 
being received from the hot body A. 

.-. Q,, = K(T,-T3). 

.-. Total expenditure of heat = 2Q = CTi log, r+KXTi-.T3), 
and Total heat rejected = 2R = CT3 log, r + K^Ti - T3). 

.-. U = 2Q-2R = C(T,-T3)log,r; 

^ = JL= C(T,-T3 )log,r 

"^ 2Q CT,log.r-hK(T,-T3)- 

Evidently the efficiency of this engine is less than that of 
a Carnot's cycle, since the term Kt,(Ti — T3) occurs in the 
denominator. 

This term may be reduced by fitting what is known as a 
regenerator to the displacing piston. This consists of a 
number of perforated metal sheets through which the air 
has to pass on its way from one side of the displacing piston 
to the other. As the hot air passes through the regenerator 
it gives up its heat, and so less heat is rejected to the cooling 

2 



Fig. 6.— Stirling's Cycle. 
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water; and when the displacing piston forces thje cold air 
back to the hot surface, it receives back the heat previously 
given to the regenerator, and so less heat is taken from the 
hot body to bring the air back to the higher temperature. 
If the efficiency of the regenerator be e, the heat now taken 
from the hot body during rise of temperature will be only 
(1— e)K^(Ti — T3), as the remainder will be received from the 
regenerator itself. Hence, with a regenerator fitted, the 



efficiency is 



C(T,-T3)loger 
^ CT,loge'r+(l-e)K.(Ti-T3) 
T —T 



3 



Ti 



approximately ; for e can be made as much as '9 in practice. 
The regenerator is shown in the centre of the displacing 
plunger in the sectional diagram, the air actually passing 
through the plunger from the hot body to the cold body. 

This engine is evidently nearly perfect thermo-dynamically, 
but mechanically it is inefficient. The motion of the large 
displacing plunger, and the energy to effect compression by 
the working piston, is derived from a heavy fly-wheel fitted 
to the engine shaft ; also for high efficiency, since the lower 
temperature T3 cannot be much below that of the atmosphere, 
the upper temperature must be considerable. The bottom 
of the displacing cylinder, therefore, must be kept very 
hot, and consequently the cylinder bottom becomes rapidly 
oxidised and requires frequent repair. For these reasons 
Stirling's engine is only suitable for purposes requiring little 
power. 

§ 12. Ericcson's Engine. — This engine is represented 
diagramatically in fig. 7. Its principal feature consisted 
in the fact that the working cylinder had the heat directly 
applied to one of its ends, whilst the compression of the air 
did not occur in the working cylinder but was performed by 
a separate pump worked off the engine shaft. A regenerator 
was fitted as in the Stirling engine, and the admission, etc., 
of air to the cylinders was regulated by valves actuated at 
correct times by cams on the engine shaft. 

Consider the cycle of operations (as represented by fig. 8) 
through which the air passed during one revolution of the 
engine. 
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During A3 air is drawn in from the atmosphere by the 
pump, and during the next stroke of tlie pump it is compressed 
isothermally by the aid of a water jacket round the pump 
barrel, as represented by 34, and then expelled into a 
receiver as indicated by 4B. The air then passes through 
the regenerator, as shown in fig. 7, and into the working 
cylinder at the pressure of the receiver. This is represented 
by the line Bl. In the cylinder the air expands isothermally 
from 1 to 2, the air being in contact with the heat source. 



High 
Pressure 
Receiver. 



^ 



— Compression - 



Air inlet 



yHorh 'ng 
Cyll n fer 



If* 



Water 
Jacket 




Fig. 7.— Section of Ericcson's Engine. 



Finally, the air is exhausted through the regenerator to the 
atmospliere, represented by 2A. Hence 

B12A is the complete diagram for the working cylinder ; 
A34B is the complete diagram for the pump ; 
.'. 4123 is the nett diagram of work available. 

In this cycle it should be noticed that change of temperature 
takes place at constant pressure, not at constant volume as in 
Stirling's cycle. 
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Consider now the transfer of heat. 

Q« = Kp(Ti-T3) per lb. of air; 
Q,, = CTilog,r; 
E23=J^p(Ti~T3); 
E3,=CT3log.r. 

_ U _ SQ-SK _ C(T,-T3)log,r 

2Q CTilog.r+K^(T,-T3)- 



" = 2^ = 




If a regenerator be fitted, we can write as before — 

C(T,-T3)loger T,-T 3 , 

"^ CT,log.7-+(l-e)K„(Ti-T3) " T^ ^- 

The only difference in the calculation between this and the 

last cycle is that K^, the 
specific heat of air at 
constant pressure, must 
be used instead of K„. 

The mechanical effi- 
ciency of this engine is 
very low, though its 
thermo - dynamic effi- 
ciency is considerable. 
The vessel Ericcson, fitted 
out in 1853, was propelled 
by this form of engine. 
She had four giant cyl- 
inders 14 ft. in diameter 
^ by 6 ft. stroke, but the 
total I.H.P. was only 

about 300. The fuel was only 1-87 lbs. per I.H.P. per hour, 

but the mechanical efficiency of the engines was very small. 
§ 13. Buckett's Engine. — The practical objections to all 

air-engines are that — 

(1) They are very bulky for their power. 

(2) The mechanical efficiency is small. 

(3) Lubrication of the cylinders is difficult owing to 

the high temperature used. 
In addition, the engines that have been just described have 
the disadvantages of — 

(4) The difficulty of supplying an efficient heating surface. 

(5) The rapid burning away of this heating surface. 



Fig. 8. — Ericcson's Cycle. 



HOT-AIR ENGINES. 



21 



These last two objections can be overcome by employing 
the products of combustion of the heating fuel as the 

Air inlet 




Fig. 9. — Sectiou of Buckett's Engine. 



working fluid, in the cylinder itself. 
internal combustion 
engines, in contradistinc- 
tion to those that receive 
their heat through a sur- 
face. 

Buckett's engine is an 
engine of this type, em- 
ploying the furnace gases 
as the working fluid. 
The principle of this 
engine will be under- 
stood from the annexed 
diagrammatic section, and 
the cycle of operations 
shown in fig. 10. Buckett 
adopted what is known 



Such engines are called 




as JouWs cycle of operations. 



Fig. 10. — Buckett*8 or Joule's Cycle. 

A separate pump worked 
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ofif the engine shaft drew in air from the atmosphere 
during A3, and compressed it adiabatically, as shown by 34 
(fig. 10), during the next stroke, no water jacket being fitted 
to the pump-barrel. 4B represents delivery of air from the 
pump at high pressure. It was then admitted to the working 
cylinder (Bl), passing through the furnace on its way. The 
air therefore increased in volume to the point I at constant 
pressure. In the working cylinder it expanded adiabatically 
doing work on the engine, as shown by 12, and finally it was 
exhausted to the atmosphere during 2A. Suitable valves, 
worked by cams from the engine shaft, controlled these 
operations. 

If T4 be the temperature of the air on delivery from the 

pump, 
Ti „ „ „ furnace, 

T2 „ „ „ air after expansion, 

and T3 „ „ „ atmosphere, 

evidently (see § 8) 

E23 = Kp(T2 - T3) ; E34 = 0. 
. ,= U _SQ-SR_K,(T,-T ,-T,+T3) Vils 



To find Tg, we have 
T 



i =&j and p^v^y =P2^2^- 



T 
T. 



where r is the ratio of adiabatic expansion. 



T T T 

So also ;y = rv-i- .• ±l = ±^ 

T 



■^3 -^2 ^s 



M=l— £2_ ^3 _ 1 __ T2\ TJ — 1 _ -^2 — ^1 ~ ^2 

This efficiency is again less than that of a Carnot cycle, for 
Tg is not the lowest temperature. 

Gas and oil engines are also internal combustion engines, 
but their consideration will be deferred to the next chapter. 



CHAPTEE III. 
GAS AND OIL ENGINES. 

§ 14. Gas-Engines. General Considerations. — As stated 
in the last chapter, gas and oil engines are internal combus- 
tion engines. They possess the advantage of combining con- 
siderable mechanical efl&ciency with a high thermo-dynamic 
efiBciency. 

In gas-engines the system now usually adopted is to draw 
a mixture of gas and air into a cylinder, then to make the 
working piston compress this mixture, and, when the piston is 
just at the end of its stroke, to ignite the mixture at constant 
volume by means of an electric spark, a jet of flame, or a red- 
hot ignition tube. This causes an explosion of the gas, and 
the rise of pressure does work on the piston during the next 
stroke. 

The proportions of gas to air forming the explosive mixture 
can vary from 1 to 4, up to 1 to 14 by volume, and even 
more if the mixture be previously heated. At atmospheric 
temperature and pressure ordinary coal-gas will not form an 
explosive mixture with air, outside these limits. 

The pressure produced on explosion will depend on this 
richness of mixture, on the amount of compression to which 
the mixture is subjected before ignition, and on the initial 
chemical composition of the gases employed. 

Diagram 11 shows some results of the effect of richness 
of charge obtained by Mr. Clerk when exploding dififerent 
mixtures of Glasgow coal-gas and air, at atmospheric pressure, 
in a vessel of constant volume. 

The highest temperature obtained was with the richest 
mixture, and was about 1920° C. The curves clearly show 

23 
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that combustion is gradual, and, under these conditions, may 
be controlled by dilution of the mixture. By experimenting 
with mixtures of constant composition at dififerent original 
pressures he also showed that the explosion pressures for any 
mixture are proportional to the pressures before ignition. 

These experiments show approximately what occurs in the 
cylinder of a gas-engine on ignition, when* the piston is at 
the compression end of its stroke. Actually the gas does 
not all combine at once, but combustion continues after the 
explosion, causing the expansion curve to rise above the 
adiabatic curve during the working stroke. This effect is 
known as after hurning. 




'03 -06 09 12 15 fa '21 '24 

Time in seconds. 

Fig. 11. — Explosion Pressures at Constant Volume. 

a — Mixture of 1 volume of gas to 13 vols, of air. 

h "i Q 

^ i» I j» »» ^ »» 

For practical reasons a water jacket has to be fitted to the 
cylinders of gas-engines to prevent the temperature of the 
cylinder walls becoming too high for proper lubrication. 
Hence, though theoretically it is better to have complete 
immediate combustion to obtain the maximum range of 
temperature, yet in practice it is found advantageous to have 
delayed combustion to reduce the initial temperature and 
consequent loss of heat to the water jacket, and also because 
it maintains a uniformly higher pressure throughout the 
working stroke. 

Even with " after burning " it is found that as much as one- 
third to one-half of the total heat of combustion is lost to 
the water jacket. In practice, about half the calorific value 
of the gas is given out at ignition, and the remainder during 
the working stroke. 
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The effect of the water jacket is to counteract "after 
burning " as far as the expansion curve is concerned, for it ab- 
sorbs the additional heat generated. Hence the actual curve 
of expansion of the burnt gas approaches the adiabatic curve. 

§ 15. Thermo-djmamic Cycles used in Gas-Engines. 
— Gas-engines may be divided into two classes, according as 
the gaseous mixture employed in the cylinders is compressed 
or not before ignition. 

The class of engines employing no compression may be 
further subdivided into two types: the first directly using 
the force of the explosion to drive the piston; while the 
second type uses the atmospheric pressure and weight of 
piston, etc. , as the driving force, the explosion merely lifting 
the piston with great velocity while it is disconnected from 
the driving mechanism. 

The first type is represented by Lenoir's engine * of 1860. 
This was the first gas- 
engine to be brought into 
practical use, and em- 
ployed the following cycle 
of operations : air and gas ^--^Z^^^Atmo^pt^.T^c Pre^suZ 

m suitable proportions Fig. 12. -Di;^am from Lenoir Engine. 

were drawn into the 

engine cylinder, at atmospheric pressure, during a portion of 
the forward stroke ; cut-ofif then occurred, and the mixture 
was ignited by an electric spark. The pressure rose quickly, 
followed by expansion of the burning gases, work being done 
on the piston for the remainder of the stroke. On the return 
stroke the piston drove out the products of combustion at 
atmospheric pressure. 

The actual indicator diagram of the Lenoir engine was as 
shown in fig. 12. 

The engine was double acting, two explosions occurring per 
revolution. A water jacket was fitted to prevent excessive 
heating of the cylinder. Principally for the reason that the 
explosive mixture was not compressed before ignition, the 
heat removed by the water jacket bore a large proportion to 
the total heat generated ; on thia account, and also because 
of the limited final range of expansion of the burnt gases, 
the efiBciency of this engine was low. 

* For details of this and other gas and oil engines, see W. Robinson's 
book on Oas and Petroleum Engines ; also Bryan Donkiu'a Oaa Engines, 
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The Lenoir engine used about 95 cubic feet of gas per 
I.H.P. per hour, or about four to five times as much as a 
modern gas-engine. 

The second type of non-compression engine was constructed 
in a practical form by Otto and Langen. Fig. 13 shows the 
indicator diagram obtained with this engine. The explosive 
mixture is admitted at atmospheric pressure for a portion of 
the stroke; it is then exploded, and the piston, which is 
quite free, is driven up like a projectile. As the piston 
recoils it is geared up to the driving shaft, and does useful 




Fig. 13. — Diagram from Otto and Langen Engine. 

work as it slowly falls owing to its own weight, the gases in 
the cylinder meanwhile expanding to a pressure below that 
of the atmosphere. 

Other atmospheric engines of this type have been made by 
Halliwell, Kobson, and others. 

Gas-engines in which the explosive mixture is compressed 
before ignition may also be divided into two types — namely, 
those in which the ignition is followed by a sudden rise of 
pressure; and secondly, those in which the compressed gases, 
after having been ignited, burn slowly at constant pressure. 

The advantage of compressing the explosive mixture before 
ignition in order to make the subsequent expansion larger, 
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appears to have been first clearly recognised by Beau de 
Rochas in a French patent in the year 1862. 

He defined the desirable conditions for a gas-engine to be 
the greatest cylinder volume combined with the least cooling 
surface; the greatest rapidity of action of the piston; the 
greatest possible expansion of the gaseoUs mixture; and the 
greatest possible pressure at the commencement of expansion. 

He proposed the cycle of operations shown in fig. 14, the 
complete cycle to take place on one side of the working 
piston during two revolutions of the crank-shaft — that is, 
during four strokes of the piston. 

In this cycle the gaseous mixture is drawn in during the 
whole of one stroke of the piston, as represented by A3 in 
the diagram, and then compressed adiabatically during the 
return stroke (as shown at 34) into the clearance volume. 
It is then ignited at the constant volume of the clearance, 
which causes a sudden increase of pressure during 41, with 
subsequent adiabatic expansion during the third stroke, 12. 
Finally, the exhaust valve is opened by mechanical means 
causing a drop in pressure during 23, and the burnt gases 
are expelled by the piston at atmospheric pressure during 
the fourth stroke, 3A. 

The first successful gas-engine using this cycle was patented 
in 1876 by Dr. Otto, and since then this cycle has been used 
by the majority of modern gas-engine patentees. It is 
commonly known, however, as the Otto cycle. The theo- 
retical efficiency of the cycle can be readily calculated on 
the assumption that the curves of compression and expansion 
are truly adiabatic. 

For if Q be the heat due to explosion, 

Q = K„(T,-TJ 

where K^ is the specific heat of the mixture, and T^ and T^ 
are the temperatures at the pohits 1 and 4 of the diagram. 
Also, the work done hy the gas in expanding = E = area 

128A = K„(T,-T2); 

and the work done on the gas in compressing it = E = area 

43A = K„(T,-T3). 

.•. Useful work done by the engine = U = E — K 

=KXT,-T,-T,+T3). 
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The efficiency-^ ==?i-^--^i+I« 



1 



T, T, 
since FT^ = T^; 



= 1- 



rr- 



where r is the ratio of adiabatic expansion (see § 13). 

Hence the efficiency of such a cycle depends only on the 
ratio of expansion or compression, and is greater the larger 
this ratio. 




h 5 1 roke Volume > 

Fig. 14.— Otto Cycle. 

As stated previously, the amount Q in practice is only about 
half the total heat of combustion owing to loss of heat to 
the water jacket. 

The number of modern gas-engines using approximately 
the Otto cycle is considerable, and no attempt will be made 
to enumerate them; but in order to show the type of 
indicator diagram obtained from such engines in practice, 
fig. 15 has been drawn. This shows an indicator card taken 
from the well-known Otto-Urossley type of engine, and for 
purposes of comparison it has been drawn to the same scale 
of pressures and stroke volumes as the theoretical diagram of 
fig. 14. 

That the efficiency of such engines is actually increased by 
increasing the amount of compression, in agreement with 
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theoretical considerations, is strikingly shown by the follow- 
ing table, published by the Society of Arts. 
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The type of engine in which the compressed gases burn 
slowly at constant pressure 
without explosion, is seldom 
met with at the present 
time. The Brayton engine 
of 1872 is representative of 
the principle involved; and 
the Diesel oil-engine uses 
a similar cycle of opera- 
tions, but a description of 
its method of working will 
be given later. 

§ 16. Causes of Loss of 
Thermal Eflaciency of 
Gkts-Engines. — The princi- 




Atmospheric line 



Fig 15. — Indicator Diagram from 
Otto-Crossley Engine. 



pal causes of loss of efficiency of gas-engines are : — 

(1) All the heat is not supplied at the maximum 

temperature. 

(2) The water jacket conveys away a considerable por- 

tion of the heat of combustion of the gases. 

(3) The exhaust gases are discharged at a high tempera- 

ture and pressure. 

(4) Owing to clearance spaces, burnt gases are left in the 

cylinder after exhaust and dilute the fresh charge. 

(5) Frictional losses occur owing to wire drawing during 

admission and expulsion of the gases. 

The reasons for these losses and the means of reducing 
them are as follows : — The first loss appears inevitable. As 



30 



THERMO-DYNAMIC PRINCIPLES OF ENGINE DESIGN. 



regards the second, a certain loss is a practical necessity, but 
the amount will depend on the excess of the temperature of 
the working fluid over the temperature of the cylinder walls ; 
the extent of the surface of the cylinder walls exposed per 
lb. of working fluid ; and the periodic time of the engine 
cycle. Now, the surface per lb. of fluid varies inversely as 
the cylinder diameter; hence for the same power, gas- 
engines should have cylinders with large diameter and short 
stroke. Also, the periodic time of the engine should be 
small, and hence the revolutions per minute should be large, 
for the heat transference to the water jacket per cycle will vary 
inversely as the revolutions for a given temperature difference. 




Fig. 16.— Effects of Increasing Expansion. 



The third source of loss is due to sudden release, and can be 
reduced by increased expansion; but this necessitates increased 
compression in the Otto cycle, and the latter is limited by 
practical considerations. Increased expansion can be ob- 
tained without a corresponding increase of compression by 
adding on a toe to the Otto cycle diagram, as shown in fig. 16, 
but the increased frictional losses due to the greater stroke 
of engine then necessary would probably more than balance 
any gain of work thus obtained. 

It must be borne in mind that increasing expansion and 
compression in engines using the Otto cycle increase the 
maximum pressure and working stresses, and require a 
heavier engine for a given power, and also increase the 
mean temperature of the cylinder walls ; so that the extra 
loss to the water jacket may more than balance the increase 
of efficiency due to the increase of expansion. 

The fourth cause of loss is due to the unrejected products- 
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of combustion mixing with the incoming fresh charge of gas 
and air, thus reducing the efficiency of combustion not only 
by dilution but also by preventing the full quantity of 
pure air being present during the succeeding stroke. To 
increase the efficiency of gas-engines it is desirable, therefore, 
to sweep out the burnt gas from the clearance space at the 
termination of the exhaust stroke. This operation is known 
as scavenging, and can be effected in several different ways. 
The burnt clearance gas can be withdrawn by a separate 
pump or other suitable means; but Messrs. Crossley have 
adopted an ingenious method by which the same result is 
effected without mechanical means. This is the invention 
of Mr. Atkinson, and simply consists in fitting the engines 
with a long exhaust pipe (about 65 feet long), whilst the air 
admission valve is opened just before the gas-valve and a 
little before the end of the piston stroke. The exhaust 
gases are discharged through the exhaust pipe with a rather 
violent pufif, and the energy of their motion in the long pipe 
causes the puff to be followed by a partial vacuum in the 
cylinder clearance space. Hence when the air-valve is 
opened there is a rush of pure air into the clearance space, 
which sweeps out before it the residue of burnt gases. This 
invention has resulted in a marked gain in the efficiency of 
such engines. 

The fifth source of loss is a necessity, and cannot be entirely 
prevented. 

§ 17. Gaseous Fuel. — The gas used for gas-engines 
may be ordinary coal-gas obtained from the destructive 
distillation of coal, and, for small powers, its convenience 
often compensates for its comparatively great cost. The 
composition of coal-gas will vary considerably with the kind 
of coal, and with the conditions under which the gas is 
made. Mr. L. T. Wright gives the following percentage 



composition by volume as a 
Newcastle coal : — 


I sample of gas distilled 


Hydrogen 
Marsh gas 


67*1 per cent. 
. 22-6 


Carbon monoxide . 


. 061 


Carbon dioxide 


. 01-5 


Heavy hydrocarbons 
Nitrogen 
Sulphuretted hydrogen 


. 01-8 
. 00-8 
• 001 
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1 lb. of coal may be taken as yielding about 4*5 cub. ft. 
of coal-gas. The total heat evolved in the complete com- 
bustion of 1 cub. ft. of such gas will obviously depend 
on its chemical constituents ; but for ordinary coal-gas the 
heat of combustion is not far short of 600 to 650 British 
thermal units per cubic foot, when the products of com- 
bustion pass off at about 60° F. 

In the calculation of the heat of combustion of a given 
gas in an engine cylinder, or the heat rejected during 
exhaust, it is necessary to know the specific heats of the 
mixture of gas and air both before and after explosion. 
These specific heats will depend on the composition of the 
gas and the specific heats of its constituents, on the quantity 
of air present during combustion, and on the temperature. 
However, for approximate calculations the following values 
may be used : — 



Substance. 


Specific Heat at 

Constant Pressure 

in B.T.U. 


Specific Heat at 

Constant Volume 

in B.T.U. 


Ordinary coal-gas . 

Air 

Burnt gases .... 
(Air burnt with gas in the pro- 
portion of 12 : 1 by weight. ) 


•25 

•237 

•27 


•18 

•168 

•198 



For gas-engines of large power a cheap form of gas is 
necessary for economical working. One typical method of 
producing such gas is that introduced by Mr. Dowson, 
though many other methods are now in vogue. Dowson 
gas is made by passing a mixture of steam and air through 
a red-hot mass of coke or anthracite. By this means the 
steam is decomposed into its constituent gases, and the 
resulting gas has an approximate composition given by : — 
Hydrogen 19 per cent., Carbon monoxide 25 per cent.. Carbon 
dioxide 6 per cent., and Nitrogen 50 per cent, by volume. 

The gas thus obtained has only one quarter the calorific 
value of ordinary coal-gas, but by restricting the proportion 
of air admitted to the engine cylinder, and compressing 
highly, it is found to ignite well. Such gas plants are very 
compact, require little attention, and have many advantages. 
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§ 18. Oil PueL — Oil can be used as the motive fluid for 
engines in a similar manner to gas. Some oils are more 
volatile than others, and the methods of obtaining mechanical 
energy from them differ according to their properties. 

The methods that can be employed are : — 

(a) Fuel such as coal or coke can be used to evaporate 
naphtha or benzine, which, from their low latent heat and 
temperature of evaporation, require a small boiler only, and 
the vapour can then be used similarly to steam in a steam- 
engine cylinder. 

(b) The oil can be converted into a true gas at a high 
temperature, and the gas used as in an ordinary gas-engine. 

(c) The oil can be evaporated at a low temperature, and 
the vapour then mixed with air and exploded in an engine 
cylinder ; or it may even be pumped direct into the engine 
cylinder and exploded with air without previous evapora- 
tion. 

(d) Liquid oil can be sprayed into the furnace of an 
ordinary boiler through nozzles, by the aid of jets of steam 
or air, or simply by a force-pump. 

The so-called ''spirit oils" are naphtha, benzine, and 
petroleum, having a flash-point lower than 73° F. and a 
density of '7 to 73. The oils used for petrol engines have 
flash-points from 73"* F. to 120° F., with densities from -73 
to -82. 

The method (a) is not now used in practice ; but Messrs. 
Yarrow have made engines for river launches on this 
principle, with economical results. 

The methods (b) and (c) are the ones adopted by practically* 
all the makers of modern oil-engines. No detailed description 
of the various types of oil-engines can be given here ; but it 
may be noticed that the Hornsby-Ackroyd engine is typical of 
method (6), while the Priestman and Diesel engines illustrate 
method (c). Practically all oil-engines employ the Otto cycle 
for their thermo-dynamic cycle of operations, and so in no 
way differ thermo-dynamically in their working from the gas- 
engines already described. 

The Diesel engine may, however, be noticed briefly, as its 
cycle differs from the Otto, and the engine in its modern form 
has attained a very high efficiency. The Diesel engine employs 
the cycle of operations shown by the indicator diagram of 
fig. 17. In this engine, air is highly compressed more or less 

o 
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adiabatically (about 35 atmospheres per sq. in.) in the engine 
cylinder before any oil is admitted at all. At the end of the 
piston stroke the oil is injected into the cylinder by means 
of a separate pump and air reservoir, and immediately burns 
owing to the high temperature of the compressed air in the 
cylinder. No explosion occurs, but the oil hums at constant 
pressure as it is pumped in during a portion of the next 
forward stroke of the piston. The supply of fuel is then cut 
off and a prolonged expansion (more or less adiabatic) ensues, 
until release occurs at the end of the stroke. 

In a thermo-dynamic sense, it is a defect of gas and oil 
engines that combustion usually begins while the working 
substance is comparatively cold. As just described, the 
Diesel engine overcomes this defect by endeavouring to 




Fig. 17.— Diesel Engine Cycle. 

reach the temperature of combustion before combustion 
commences, by compressing the air in the cylinder to a 
very high degree before the fuel is admitted. 

Professor Meyer in 1900, testing a 30-H.P. Diesel engine, 
obtained the following results at normal load using 
American petroleum oil: — 

I.H.P. 39-52 ; Oil per I.H.P. per hour, -343 lbs. 
B.H.P. 3017 ; Oil per B.H.P. per hour, 449 lbs. 

Allowing for the work done by the air-pump in com- 
pressing the air of injection, he found that 38 per cent, of 
the heat contained in the oil was converted into indicated 
work — a very high efl&ciency. 

The method {d) ol burning oil fuel is now being largely 
introduced, especially for marine boilers. By this means 
mechamcal energy can readily be obtained from those crude, 
beavy oils, which capnot be used in the cylinders of ordinary 
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oil-engines. The method adopted is to spray the oil through 
suitable burners on to the top of a bed of live coal in a 
boiler furnace, or else simply to spray and burn the oil by 
itself. Various forms of sprayers are in use, but the 
principle consists in forcing air or steam at high pressure 
through a form of ejector which draws in the oil and 
discharges it into the boiler furnace. The oil must be heated 
up to its flash-point by passing it through a heater containing 
steam coils to render it readily combustible. The flash- 
points of the oils used vary from 180° F. to 270° F., and it is 
advisable to heat the oils above these points to get smokeless 
combustion. It is very important, however, not to heat the 
oil too highly, as then the lighter constituents in the oil 
(which can never be entirely eliminated even from the 
heaviest oils) split up into their elements and deposit pure 
carbon in the form of flakes and particles, and these rapidly 
choke any valves or pipes through which the oil may pass. 
For this reason it is inadvisable to heat any oil to be used for 
burning over 100° above its flash-point, and even then suitable 
oil-strainers should be fitted to prevent the small nozzles of 
the burners becoming choked with sooty particles. Air 
should be drawn in uniformly all round the oil- jets, and to 
get smokeless results it is very important to secure a good 
and gradual admixture of the oil and air at a high tempera- 
ture, and also that the jet of oil should not impinge upon 
any brickwork or cold substance in the furnace. By forcing 
much air into the furnace, the combustion can be made 
smokeless in any case; but this is dilution only, and will 
not be attended by good evaporative results. From the 
results of a number of trials it appears that about 13-5 lbs. 
of water evaporated per lb. of oil from and at 212° F. is 
about the result that may be expected from oil burnt in this 
way, as compared with about 10*5 lbs. when coal only is used. 
If burning well, no residue is left by the oil either in the 
furnaces or on the boiler tubes. When steam is used as the 
spraying medium, the burners appear to use about 4 per cent, 
of the steam generated by the boiler in which they are being 
used. 

For marine work, the advantages over coal of this type of 
iuel are : — 

(1) Great convenience and reduction of labour owing to 
the clea»liness pf burning. 
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(2) Great convenience in stowage and manipulation and 

in the power of any boiler being readily adjustable ; 
and 

(3) The larger calorific value of oil than coal for a given 

weight. 

Its disadvantages are : — 

(1) The large quantities of black smoke formed unless 

considerable care is taken. 

(2) The loss of fresh water when steam injection is used. 

(3) The deafening noise produced when steam burners 

are used. 

(4) The relatively greater cost of oil than coal owing to 

its somewhat limited supply. 

The second and third objections have been overcome by 
using what are known as pressure burners. In these no steam 
or air jet is used, but the oil is forced into the furnaces 
through nozzles by an oil pressure pump at a pressure which 
varies from 300 to 100 lbs. per square inch, according to the 
design. As in the case of the steam burners the oil must be 
previously heated to from 0° F. to 50° F. above its flash- 
point, and the air supply for properly burning the oil must 
be gradually supplied and thoroughly mixed with the oil to 
cause complete combustion. 



CHAPTEE IV. 
REFRIGERATING MACHINES. 

§ 19. Conditions for Reftigeration. — Eefrigerators are 
the direct opposite of heat-engines, and may, in fact, be 
considered as reversed heat-engines. Their object is to cool 
matter to a lower temperature than that of the surrounding 
medium. Heat must therefore be withdrawn from a cold 
body and rejected into a hot body, by the expenditure of 
mechanical work. In § 5 we have seen. that in a heat-engine, 
in order to get the maximum amount of work out of the 
heat received, under given conditions, it is necessary that : — 

(a) The working substance must at every point be at the 
same temperature as the source of heat when receiving heat, 
and at that of the cold body when rejecting it. 

(b) The working pressure must always be balanced by the 
resistance. 

If these conditions are complied with, the cycle of opera- 
tions is said to be reversible. It is unnecessary for the 
working substance to receive all its heat at the highest 
available temperature and reject it at the lowest, in 
order that the cycle may be reversible. For a particular 
reversible cycle, however, the maximum efficiency is obtained 
when this is the case, as is obvious from fig. 18, where the 
area between the isothermals TT' and SS' is evidently greater 
than the area ABCD, which will represent the work done by 
any less efficient engine working between the same limits of 
temperature. 

We thus see thermo-dynamic reversibility is the criterion 
of perfection for a heat-engine, and the same holds for a 
refrigerator, the refrigerating effect being greater for a given 

37 
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expenditure of work the more nearly the refrigerating machine 
approaches perfect reversibility. 
In a heat-engine we have seen 

Q-E=U 
where Q = heat supplied from the hot body; 

E = heat rejected to a cold body ; 
U = useful work done by the engine. 
In a refrigerating engine we have, 
R' = Q'_U' 
where R'=heat supplied by the cooling body; 

Q' = heat rejected into the hot body, generally con- 
densing water ; 
U' = work done on the engine by external sources. 

In the case of heat- 
engines we are concerned 

with the ratio ^ , that is, 

the amount of work that 
can be obtained from a 
given supply of heat. 

In refrigerators the cool- 
ing effect will depend on 
the ratio of R' to U', that is, 
the amount of heat that 
can be withdrawn from the 
cold body for a given ex- 
. penditure of work. The 

ratio Yp is therefore very 

important, and is generally called the coefficient of perfo7*mance 
of the machine. 

Apply these considerations to the Carnot cycle shown in 
§ 10. Suppose, instead of receiving heat from A, we go 
round the cycle in the opposite direction and compress adia- 
batically during 32 and isothernially during 21. Heat will 
then be rejected to A. Now let the working substance 
expand, first adiabatically during 14, and finally isothermally 
at the temperature of B during 43. To keep this expansion 
isothermal, heat must be received from B. Hence by the 
expenditure of an amount of mechanical work equivalent to 
the area 1234, heat can be removed from B and transferred 




'o '""^-^ 



Fig. 18. 
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into A. B will thus get colder and colder, so that by- 
reversing the cycle of operations required for a perfect heat- 
engine, we see how a refrigerating effect can be obtained. 
The resulting effects of working forwards or backwards 
round the cycle can be tabulated thus : — 



Transfer of Heat. 


Operation. 


Working for- 
wards as for 
Heat-Engine. 


Operation. 


Working back- 
wards as for 
Refrigerator. 


CTjlog^r . 


CTslog^r . 




12 
23 1 
34 t 
41 


From A. 
From A. 
Into B. 
Into B. 


21 
32 a 
43 1 
14 


Into A. 
Into A. 
From B. 
From B. 



It is evident from the above table that Carnot's cycle is 
exactly reversible, and, therefore, as suitable for a refrigerator 
as a heat-engine. 

The " coefficient of performance " is given by 



R' 



GTMer 



-— 3 



U''-CT,log,r-CT3log.r"~T,-T3- 

§ 20. Refrigerators \ising Non-reversible Cycles. — 
Many refrigerating machines use cycles in which only certain 
operations' are entirely reversible. In such cases we must 
find the quantities E', Q', and U' all separately, and cannot 
get such a simple relation between E' and U' as for the 
Carnot cycle in the last paragraph. 

In 1862 Dr. Kirk invented a refrigerator, using air as the 
working fluid, and employing a reversed Stirling's cycle of 
operations with a regenerator fitted (see § 11). 

Comparing the transfer of heat between the hot and cold 
bodies in the two cases, a table can be written down as 
before : — 



Transfer of Heat 

CTAoger . 
K^T,-Ts) . 
CTjlog^r . 
Kt^Ti-Ts) . 


Operation. 


Working for- 
wards as a 
Heat-Engine. 


Operation. 


Working back- 
wards as a 
Refrigerator. 


12 
23 1 
34 + 
41 


From A. 
Into B. 
IntoB. 
From A. 


21 

32 a 
43 1 
14 


Into A. 
From A. 
From B. 
Into B. 
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Here, evidently, operations 23 and 41 are not exactly 
reversible; for, as in a heat-engine, heat is rejected to B 
during 23 ; when the cycle is reversed, heat should be taken 
from B during 32 and not from A, and similarly for the 
operation 41. 

The heat taken from B during each cycle in the Kirk's 
refrigerator is evidently given by 

E'=CT3loger-K.(Ti-T3), 

which is less than that for a Carnot cycle working between 
the same limits of temperature. With a regenerator of 
efficiency e fitted, however, we can write 

ir = CT3log,r-(l-e)KXTi-T3) ; 

so that, with a very efficient regenerator, Kirk's machine 
approaches very closely the ther mo-dynamic efficiency of the 
Carnot cycle. 

The coefficient of performance is then given by 

E-_CT3log,r-(l-e )K..(T,-T3) 
U'- C(Ti-T3)log«r 

The reason for the loss of efficiency in the Stirling cycle 
is evident; for the heat rejected to produce change of 
temperature at the end of the piston stroke is lost, while 
in the Carnot cycle all the heat is received at the higher 
and rejected at the lower temperature. 

This example shows once again that non-reversible engines 
are not so efficient as those that are completely reversible, 
and also that for maximum efficiency there must be no 
transfer of heat during change of temperature. 

Eankine and Lord Kelvin, about the year 1852, proposed 
the following cycle for refrigerators: — Compress air adia- 
batically, cool it, then expand it again adiabatically to a low 
temperature, and then bring it into contact with the cold 
body. As will be seen from fig. 19, the cycle is simply a 
reversed Joule's cycle. 

The Bell-Coleman refrigerating machine, invented about 
1877, worked on this principle, and in more recent years 
the well-known Haslam and Hall air-machines have been 
designed employing the same cycle of operations. 
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The accompanying figure represents diagrammatically the 
various operations performed : — 

Al represents the suction stroke of the compression 

pump from the at 

mosphere. 
12 is approximately adia- u 

batic compression ; 

the air then passing 

into the cooler or 

condenser. 
23 represents the reduc- 
tion in volume of a 

the air at constant 

pressure due to the 

cooling effect of the 

condenser. 
30 shows the adiabatic 

expansion of the 

cooled air in the 

expansion cylinder, the temperature here falling to a 

very low degree, say to T^. 

Let Tj be the temperature of the atmosphere, Tg the 
temperature at the end of compression, and T3 the tempera- 
ture of the condensing water. 



J 
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Fig. 19. 



Q'23 = ^p(T2-T3) 
Q'30 = 0; 



l^'6i = ^i>(Ti— T(j) : 



K'x2 = 0. 



.-. U' =Q'-E'=K,(T,-T3+T,-Ti). 
CoefiBcient of performance = 

\i' 1\-T, 1 T, 

T _ T 

•1 



U'-T,-T3+To-T, T,-_T3 



— -^0 



T — T 



T — T ' 



for 



£2 — i? _ «y-l 

T ""T "~ 



where r is the ratio of adiabatic expansion (see § 13). 
Approximately also T3= T^, the atmospheric temperature. 
Suppose the cold air at temperature T^ be required to 
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cool a room — for meat storage, for instaDce. Let T^ be the 
average temperature of such a room. Then, evidently. 

Heat abstracted from cold chamber per lb. of air is 

= K,(T,-T,). 

This therefore measures the actual nett cooling effect on 
the room obtained from the refrigerator. 

In some cases, the air supply to the compression pump is 
taken direct from this chamber instead of from the outside 



Expansion 
Cylinder 




T3 




T2 



lompresston 
Pump 



To 



T4 



S) 



Cold Chamber 
at temperature T4 



Suction at T4 
or from atmos- 
phere 9t Ti 



Fig. 20.— Diagram of Refrigerator using Cycle of Fig. 19. 



atmosphere. Tj then becomes equal to T^, and the same air 
continually circulates from the machine to the cold room, 
and back to the machine again. 

The amount of heat extracted per stroke will be the same 
as before; but, owing to the weight of air dealt with per 
stroke being greater at the lower temperature, the per- 
formance of the machine will be increased. 

Another practical advantage of this method is due to the 
fact that a certain quantity of moisture is always present 
in the atmosphere. Hence snow and ice slowly form in the 
cylinders and on the valves of refrigerators ; and thus when 
only a given quantity of air is introduced into the various 
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chambers, a much smaller quantity of snow and ice is formed 
in a given time. 

§ 21. Vapour Reftigerators. — Any vapour can be used 
instead of air as the working fluid for refrigerators, provided 
the pressures it gives at the temperatures of the hot and 
cold bodies are suitable. 

Water vapour is quite unsuitable for refrigerating purposes. 
Its vapour pressure is considerably Jess than 1 lb absolute 
per sq. in. even at the highest temperature likely to be 
reached on the warm side of a refrigerating machine. 

Sulphuric ether has been tried as a working substance, but 
its vapour pressure is below the pressure of the atmosphere 
for temperatures under 95° F. 

Hence to use either of these vapours great care would be 
necessary in the fitting of glands, joints, etc., to prevent air 
leaking into the refrigerator and destroying the efficiency of 
the process. Moreover, owing to the low pressures the 
volume per lb. of vapour is very great, and therefore the 
machines would necessarily be very bulky, which renders 
them unsuitable for modern requirements. 

Sulphurous acid has been employed by M. Pictet as a 
refrigerating vapour. It has a vapour pressure of about 
4^ atmospheres per sq. in. at about 70° F., and so is suitable 
for such machines. Its thermal performance is greater than 
for air; but the liability of this vapour to form sulphuric 
acid in the presence of air, with consequent corrosive effects 
on metal, renders the use of this vapour somewhat limited. 

Anhydrous ammonia is a vapour in considerable use for 
refrigeration. At normal temperatures the range of pressure 
obtained in ammonia machines is from about 20 to 170 lbs. 
per sq. in. Its thermo-dynamic performance compared to 
air is large, and the size of a machine for a given re- 
frigerating effect is well within practical limits, so that 
ammonia forms a very suitable vapour in every way. 

The disadvantages to its use are — (a) that it actively 
dissolves brass and copper, so that these materials cannot 
be used in the construction of these machines ; (b) leakage 
allows very noxious fumes to escape ; (c) special stores are 
required to be carried on board ship to replenish losses, 
which is not necessary with an air plant. 

Carbon dioodde is another vapour largely used for re- 
frigerators. It is least bulky of any of the vapours, but its 
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pressures are correspondingly higher, reaching as much as 
1040 lbs. per sq. in. at about 68° F. Hence carbonic acid 
refrigerators, though very compact, must be strongly made, 
and special precautions must be taken to prevent leakage. 

§ 22. Thermo-djniamic Cycles of Vapour Refr^era- 
tors. — ^The most perfect cycle an ideal vapour refrigerator 
could use would be a reversed Carnot cycle. Under these 
conditions, the cycle of operations would be as shown in 
fig. 21. For vapours, isothermal lines are lines of constant 
pressure at the temperatures corresponding to those pressures, 
so that, following round the cycle, 21 will represent adiabatic 
compression ; 14, rejection of heat at constant pressure at the 
upper temperature, i,e. the temperature of the cooling water ; 
43, adiabatic expansion ; and 32, the absorption of heat from 
the cold body, again at constant pressure and temperature. 
At the point 2, after contact with the cold body, the vapour 
as a rule is not dry but contains a certain proportion of 
moisture, say q^ of its mass. During the adiabatic com- 
pression 21 this moisture evaporates, and if the proportion 
of moisture q^ is suitably arranged, the vapour will be just 
dry at the end of compression. This need not necessarily 
be the case, as it is quite possible to arrange that the vapour 
shall have a dryness fraction q^y say, at the point 1, or even 
be superheated. Assuming it has a dryness given by q^ 
at the point 1 of the cycle, the amount of heat rejected to 
the cooling water during 14 will be q^L^ where Lj is the 
latent heat of the vapour at this temperature, for the vapour 
condenses to a liquid during the operation of cooling at the 
higher pressure. As before, we can tabulate the transfer of 
heat for a perfect cycle for a vapour and compare it with that 
of a vapour heat-engine : — 



Transfer of Heat. 


Opeiution. 


As a Vapour 
Heat-Engine. 


Operation. 

21 
32 a 
43 1 
14 


As a Vapour 
Refrigerator. 






12 
23 1 
34 t 

41 


IntoB. 
From A. 


From B. 
Into A. 



The above cycle for a vapour is evidently completely 
reversible. 
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In practice, the adiabatic expansion 43 cannot be obtained 
by making the condensed vapour do work in a cylinder. 
Partial re-evaporation can be actually carried out by passing 
the liquid through a re- 
stricted orifice on its way 
to the cold body ; but no 
work is obtainable by this 
process, so that in actual 
vapour refrigerators the 
work up to the adiabatic 
expansion curve on the 
perfect cycle diagram 
must be supplied from 
external sources. 

The most perfect cycle 
for a vapour obtainable 
in actual practice is 
Banhine's cycle. This cycle 
is reversible except for 
the part 43' (fig. 21), 

which represents the fall of temperature of the condensed 
vapour with consequent rejection of heat to the cold body. 

Eankine's cycle may be therefore tabulated thus : — 




Fig. 21. — Cycles of Vapour Refrigerators. 



Transfer of Heat 







Operation. , 



12 
23' I 
3'4l 
41 



As a Vapour 
Heat-Engine. 



Into 1^. 
From A. 
From A. 



Operation. 


As a Vapour 
Refrigerator. 


21 
3'2A 

4a' 1 

14 


From B. 
IntoB. 

Into A. 



where \ is the sensible heat at the tetiiperature t^, etc. 
Now- let us apply these principles to examine the working 
of the ordinary ammonia or carbonic acid refrigerating 
machines. 

The type of plant employed generally consists of a com- 
pression pump, which condenses the vapour; a condenser, 
which causes the vapour to become liquid at the temperature 
of the condensing water; and an evaporator — as shown 
diagrammatically in fig. 22. This evaporator is connected to 
the condenser, and a regulating valve is fitted to adjust the 
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drop of pressure between them. Partial evaporation takes 



Condensing^ 

Water at 

temper ff 




TPine at 
tempf'T^ 



pres9.pl press.pg 

Fig. 22. — Section of Vapour Refrigerator. 



place at this valve and the remainder in the evaporator coils. 

The evaporator coils are 
surrounded by brine, which 
is thus reduced to a very 
low temperature and can be 
carried off to cool chambers, 
or to freeze water, etc. 

The expansion at the 
regulating valve is found 
to be irregular, and is repre- 
sented in fig. 22a by the 
wavy line 43. Evidently the 
dryness fraction of the 
vapour at the point 3 will 
be given by 




Fig. 22a. 



?3^2 = *l-*2' 



where \ and h^ are the sensible heats per lb. at the upper 
and lower temperatures. 
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The heat taken out of the cold brine per cycle is 

per lb. of vapour, while the work done by the pump, neglect- 
ing the small volume of the condensed liquid itself, is the 
area 123'4 — not the area 1234, since the work 433' does not 
reappear as work on the compression pump. The heat 
rejected to the condensing water per cycle is evidently 

per lb. of vapour. 

The dryness fraction g'^ will depend on the state of the 
vapour at the point 2 before compression commences. If q^^ 
be considerable, the vapour at the upper temperature will 
not be dry after compression, and the process of refrigeration 
is then said to be wet For a suitable q^y however, the 
vapour will be just dry after compression, and if q^^ be 
greater than this the vapour may be even superheated at 
the upper temperature. The refrigeration is then said to 
be dry. The value of q^ can be altered in practice by 
adjusting the regulating valve, and on the proper adjustment 
of this valve will depend the refrigerating effect for any 
given limits of temperature. 

§ 23. Refrigerating Effect dependent on Heat Pro- 
perties of Vapours.— Since R' = (s'g - ^'3)^2 = ^'2^2 - (*i - *2)> 
it is evident the refrigerating effect produced depends on the 
ratio of q^^ to {\ — h^ for any particular vapour. 

Hence it is important to choose a vapour in which Lg, that 
is its latent heat, is large compared to its specific heat. 

The numerical values of the latent heats and specific heats 
of various substances, in thermal units, is given in the 
following table : — 





Latent Heat at 32** F. 
in B. T. Units. 


Liquid Specific Heat 
in B. T. Units. 


Water .... 
Sulphurous acid . 
Ammonia .... 
Carbonic acid 


10S«2 
164 
568 
100 


1 

•33 
•9 
•.')3 



Obviously the ratio of L^ to {h-^ — h^ is greatest for water ; 
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but for reasons already discussed, water vapour cannot be 
used for refrigerators. 

Ammonia is the next best, and this forms another argument 
in favour of ammonia machines. 

If temperatures be plotted on a heat base, the curves of 
specific and latent heats for ammonia and carbonic acid 
will be as shown in fig. 23. 

We observe that at 88° F. the latent heat of carbonic acid 
is zero. This is called its critical temperature, for above this 
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Fio. 23. — Curves showing Kelative Values of Sensible and Latent Heats 
from 32"* F. of Ammonia and Carbonic Acid. 



temperature no amount of compression and condensation will 
condense the gaseous COg into a liquid form. Hence a 
carbonic acid refrigerator working between this upper limit 
of temperature and any lower limit of temperature will no 
longer refrigerate unless the action of the machine radically 
alters, for no evaporation can take place to produce a 
refrigerating effect. These COg refrigerators do work, 
however, under these conditions, the explanation being 
somewhat as follows: — If air expands from 101 to 1 
atmosphere doing no work on external bodies, its tempera- 
ture will fall 25° C, and this same result obtains when the 
vapour pressure of carbonic acid is allowed to fall under 
similar conditions. At the regulating valve in the carbonic 
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acid machines the pressure drop can be regulated, and the 
temperature on the low-pressure side made to fall to a point 
much below that of the brine in the evaporator. The vapour 
thus entering the evaporator coils absorbs heat from the 
brine by virtue of its specific heat, and so refrigerates. 

This principle is made use of in Hampson and Linde's 
machine for producing liquid air. Air is compressed to 
200 atmospheres per sq. in. and then allowed to fall to 
atmospheric pressure by passing through a valve. It there- 
fore drops in temperature some 50° C, and is then led to an 
air-jacket surrounding the air-pipe leading to the expansion 
valve. The next supply of air at 200 atmospheres pressure 
thus reaches the expansion valve some 50"* C. below 
atmospheric temperature, and when this second quantity is 
expanded it falls a further 50° C. It is then led to the 
jacket again, and by this compound principle a very low 
temperature can be reached — sufficiently low to liquefy air. 



CHAPTER V. 

THE TRANSMISSION OP POWER BY 
COMPRESSED AIR. 

§24. Plant required for Air-Power Transmission.— 

Compressed air forms a convenient medium by which 
mechanical energy can be transmitted through considerable 
distances without excessive losses. 

The machinery necessary consists of — a prime mover or 
engine to drive the compressing mechanism; an air-pump 
in which the air is compressed ; a reservoir in which to store 
the high-pressure air after compression ; piping ; and a 
motor to convert the potential energy of the air back into 
mechanical work. 

§ 25. Losses of Work in Air Compressor and 
Motor. — In an ideal air-compressing plant the work 
necessary to be done by the prime mover in compressing air 
between given limits of pressure p^ and p^ and discharging 
it at the higher pressure would be that represented by the 
area 1234 in fig. 24, where 23 is an isothermal curve. If 
there were no losses in the pipes or air-motor, this area 
would represent the potential energy of the compressed air 
which could be obtained from the air-motor as mechanical 
energy by making it pass through the operations 4321 in 
the reverse direction. 

However, for the curve 23 to be isothermal it would be 
necessary for the compression in the pump, and the 
expansion in the motor, to be carried out very slowly, in 
order that the necessary amount of heat to keep the curve 
isothermal might be taken from and given to the cylinder 
avails of the pump barrel and motor cylinder respectively. 
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Practically compression and expansion are carried out too 
quickly to be isothermal, and so the cycle of operations of 
the air-compressor is not exactly repeated in the air-motor. 

If compression and expansion be carried out very quickly 
the time is too short for any sensible interchange of heat 
with the cylinder walls, and hence the curves of compression 
and expansion will approximate to adiabatic curves, as shown 
at 2A and 3B in fig. 24. 

The work necessary to be 
done in compressing the air 
is thus given by the area 
12A4 in practice, while the 
ener^ obtainable from the 
air-motor is represented by 
the area 43B1 ; for the air 
in transmission will cool 
down till its temperature at 
3 is the same as that of 
the surrounding atmosphere, 
which is at the temperature 
Tg. There is thus a loss of 
work in the transaction 
represented by the area 
2A3B. We observe this 
area is similar to the Joule's cycle of fig. 10, and so we can 
readily calculate the extent of this loss. Evidently 

Loss of compression = Lc = area 2 A3 ; 

= area M2AN-f area NA3L-area M23L ; 
= KXT^-T,)4-j^3(V^-V3)-CT,log.r; 
= K^(T^-T2)-CT2log,r 

where r is the ratio of isothermal compression, i.e. 
for T3=T2; ^^^.^Q'l^ and v^z^^'^z^ and Kp=K,-f C. ' 

So also in the motor — 

Loss by expansion = Le = area B32 ; 

= area M23L-area B3LH-areaM2BH; 
= CT2log,r-K.(T3-T3)-i?2(V2-Vi); 
= CT2log.r-K,(T2-TB); 
.-. Total loss = Lo -f L^ = K/Ta + T^ - 2T2). 

Now since 2A and 3B are adiabatic curves between the 




Fig. 24. —Showing Losses in Air Com- 
pression and Expansion. 
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same limits of pressure, it follows, as has already been shown 
(§ 13), that 

T T 

n^ — rn — •'■*' 

where E is the ratio of adiabatic compression and y = 1408 
for air. 

Hence the efficiency of power transmission due to com- 
pressor and motor alone is given by 

area 1B34 _Kp(T3-Tb)_Tb_Tb_ 1 _/P^\'^ 
'^-area 12A4-K,(T^-T2)-T2-T3-Ky-^- W' ' 

For example, if air be compressed from 1 to 4 atmospheres, 
the efficiency of transmission is given by 

Ta is necessarily a high temperature, but Tg is often below 
freezing. Owing to moisture in the air passing through the 

plant, this low tempera- 
ture would in time 
prevent the air - motor 
working due to the forma- 
tion of ice in the expan- 
sion cylinder. To prevent 
this the air is sometimes 
heated before entering 
the expansion cylinder 
by means of steam jets, 
or some form of "pre- 
heater." 

Oleaorance in the 
cylinders is also pre- 
judicial to the efficiency 
of compressing plant. 
This is seen in fig. 25 by 
the air in the clearance space expanding from 00 to OB, 
due to its own elasticity on the suction stroke. Hence a 
smaller quantity of atmospheric air is drawn in, and the 
pump must take more strokes to deal with the same quantity 
of air, with a resulting greater loss by friction. 
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Fig. 25.— Effect of Clearance. 
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§ 26. Method of Reducing Losses during Compres- 
sion and Expansion. — As has been pointed out, if the 
curves of compression and expansion in compressor and 
motor can be made isothermal, the energy of compression 
can be made to reappear entirely during expansion in the 
air-motor, and then the efficiency of the plant will be unity. 
In practice the compression cannot be strictly isothermal, 
owing to the speed of the operation; and, in fact, if no 
precautions are taken, it will approximate more nearly to 
adiabatic. 

To prevent as far as possible the temperature of the 
air rising during com- 
pression, water may be 
injected into the com- 
pressing cylinder with 
the air, and in this way 
the curve of compression 
which would be repre- 
sented by 

pv = constant 
if isothermal, and by 
2>i;^'*^ = constant 

if adiabatic, may be made 
to lie between the two. 
The curve will then be 
roughly expressed by 

jpi;^*2 = constant. 

The saving in work thus obtained will be represented by 
the shaded area 2AD of fig. 26. 

A considerable saving in the waste of power may also be 
obtained by staging the compression and expansion that is 
carrying out the total range of compression and expansion 
by increments in several successive cylinders, the air being 
cooled between each stage. 

The effect of doing this in three stages is shown by 
fig. 27, where 23 represents the approximately adiabatic 
compression in the first stage, 34 represents the cooling 
efifect before the air is compressed again adiabatically in the 
second cylinder during 45, and 67 represents the compression 
in the final cylinder to the req uired final pressure. The air 



Fig. 



26. — Work saved in Compression 
with Water Injection. 
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being cooled down to atmospheric temperature between each 
stage, the points 2461 will all lie on one isothermal; and 
the saving of work by staging the adiabatic compression 

instead of doing all the 
work in one cylinder will 
be represented by the 
shaded area A34567. 

Water may also be in- 
jected into each cylinder 
during compression, and 
thus the curves 23, 45, 
67, etc., may each be made 
to approach the isothermal 
more nearly than the 
adiabatic, with a resulting 
gain of work. These 
principles are actually 
carried out in such air- 
compressors as Belliss', 
etc. 




Fig. 27.— Work saved by "Stage" 
Compression. 



The expansion in the air-motor may be staged in the same 
way, the more cylinders employed the greater being the gain 
from a thermo-dynamic point of view, as then the more 
nearly will the expansion curve approximate to the iso- 
thermal. 

§ 27. Oalcxilation of Work done during Compres- 
sion and Expansion. 1. Single-stage Compression and 
Eocpansion. — Suppose air be drawn in at a pressure p^ and 
absolute temperature T^, and compressed to a final pressure 
P2 according to the law 

^V'*= constant, 

and "then discharged to a reservoir at the higher pressure. 

The work to be done will be represented by the area 12A4 
of fig. 24. 



Now 
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.•. Work of compression and discharge per lb. of air 



=u=. 



n 



(P2^2-Pl^l)> 



After leaving the compressor the air cools down in the 

reservoir to the atmospheric temperature T^, and the volume 

P 




Fig. 28.— Two-stage Compression. 

Vg per lb. becomes, say, only v^ at the same pressure Sa- 
lience when this air is made to do work in a motor, we get — 

Work done by motor per lb. of air 



= U'=- 



n- 



T(/?2^2-i^iV; 






And the efficiency of the plant = =r. 

2. Two-stage Compression and Expansion. — In this case 
the work of compression and discharge will be represented 
by the area 1256D4 in fig. 28, where p^ is the final pressure 
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of air required, and ^o is ^^^ pressure at the end of the first 
stage of compression. The work area can evidently be 
represented by the sum of two terms similar to that found 
for a single-stage compressor. Thus — 

Work of compression and discharge per lb. of air 
By differentiation this work (U) is a minimum when 

^n— 1 1 !izl 1 — n l-2n ^ 

or p^= V^. 

Hence for least work the ratios of compression in the two 
stages are such that 

P2 Pi' 

and the volumes of the two compression cylinders are then 
given by 

Also, since 

"h^P^L^fPif^ and :Ls_fM":^ 

T, ^,V, w TrW ' 

• T^^T^. 

that is, the rise of temperature during compression is the 
same for each stage when the work of compression is a 
minimum ; for between each stage the air is cooled down to 
the atmospheric temperature T^. 

When the air at the pressure pg and temperature T^ is 
used to drive a motor, working in two stages, the work 
available will be given by 

m-l I \p^J \p^J j ■ 
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3. Multiple-stage Compression and Expansion. — If the 
compression and expansion be carried out in three or more 
stages, the same conditions hold for least work as for the 
two-stage process ; that is to say, we must have 

^ = ^ = ^= . . . =:l!L 
Pi P2 Vz Pn-l' 

and the rise of temperature during each stage will be the 
same. 

Hence, knowing the initial and final pressures {p-^ and pr) 
desired, the compression pressures for the intermediate 
stages can readily be obtained from the above equations, and 
thus the actual volumes of the cylinders themselves. 

§ 28. Loss of Work due to Air Mains. — To cause the 
flow of air in the pipes 
connecting the air-com- 
pressor or reservoir to the 
motor, there must be a 
drop of pressure in the 
pipes. lit {p^—p) in 
fig. 29 be this fall of pres- 
sure. Then considering a 
single - stage compressor 
and motor, 2A becomes 
the curve of compression, 
and db the expansion 
curve for the motor instead 
of 3B. Hence the shaded 
area represents work 
gained in the motor; but 
the work represented by 
cd34 is lost, and this work lost will be found to be greater 
than the amount gained. The actual values of these areas 
can be readily calculated by the formulae already given, and 
may be left as an exercise to the reader. Evidently 




Fig. 29.— Loss of Work in Pipes. 
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It should be noted from the above that frictional losses 
due to the flow of air through pipes are not dead losses, as is 
the case with water transmission, as the friction raises the 
temperature of the air and increases its internal energy. 
The velocity of air transmission can be from 30 to 50 feet a 
second as compared with 6 feet a second for water, for the 
same loss by friction. 
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THE REOIPROOATING STEAM-ENGINE. 
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29. Oalcxilation of Heat received and Work done 
►y the Steam in an Engine Cylinder. — Suppose an 
engine cylinder contains a volume S of water upon which 
rests a piston weighing p lbs. per unit area. Let heat be 
supplied to the cylinder until all the water is evaporated. 
As steam is formed the piston will 
rise until the steam finally occupies 
some volume, say V. The external 
work done by the steam will be 
measured by the product 

^ X area of the piston x (V — S). 

If V and s represent the volumes 
per lb. of steam and water under these 
conditions, the work done per lb. of 
steam will be given by 

p(i;— s)=pz^ (say). 

The total heat supplied to do this 
work will be the amount of heat neces- 
sary to raise 1 lb. of the water to the 
evaporation temperature corresponding to the pressure ^, 
plus the amount of heat required to evaporate it at this 
temperature. Calling these quantities H, A, and L re- 
spectively, we get 

H=A+L; 

or if each lb. of water has only a fraction q^ evaporated, 

H=A+g'L. 
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For every pressure there is a corresponding temperature 
when the steam is just dry and saturated, and it is found 
that for any temperature t on the Fahrenheit scale 

H = 1085 + -305^ 
and L = 1114--695iJ 

for dry steam. 

We can represent these results very clearly by the 
graphical method given in Chapter I. 

Referring to fig. 31, let A be the state of the water in the 
cylinder initially. Then AC will represent the rise of 
temperature and pressure of the water as heat is supplied, 
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Fig. 81. 

and CB the evaporation of the water at constant pressure. 
The heat received during the operations ACB will be repre- 
sented by the area M ACBN, where BN and AM are adiabatic 
curves drawn from B and A (see § 4), and the external work 
done by the area CBFE. 

/. Area MACBN = A +^^1 ; 

area CBFE =i7,^/-^^li); 

and the change of intrinsic energy from the state A to the 
state B is given by 

l3-I^=area NBFX-area MAEX 

where J represents *' Joule's equivalent." 
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Hence to find the change of intrinsic energy between two 
states, calculate the intrinsic energy in each state from 
water at 32° R, and subtract. 

In actual engines it is not convenient in practice to 
evaporate water in the cylinders themselves, so evaporation 
is performed in a separate boiler, and the steam led to the 
cylinders after formation. The heat supply will be identical, 
neglecting losses, wherever the steam is formed, so that the 
observation of this practical necessity will not alter the heat 
account. 

Consider, therefore, the indicator diagram obtainable from 
an engine cylinder 
when steam is thus 
supplied, as shown in 
fig. 32. 

For economy, the 
steam supply is usu- 
ally cut off after a 
portion of the piston 
stroke, as shown at 1 ; 
and then the steam 
expands owing to its 
own elasticity, for 
the remainder of the 
stroke, as shown at 
12. The heat re- 
ceived during ACl 

we have just seen how to calculate, and are now only con- 
cerned with the quantity of heat supplied during 12. 

Suppose the expansion 12 be hyperbolic. Then at any 
point of the expansion 

292"y = constant. 

Now, Heat received during 12 

= Intrinsic energy of the steam at 2 

-I- Work done between the states 1 and 2 

— Intrinsic energy of the steam at 1 

neglecting s, which is small. 




Fig. 32. 
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This measures the heat that must be given to the steam 
during expansion by the cylinder jackets. 

Next suppose the expansion curve 12 is a dry and saturated 
steam curve. 

For dry steam it is found that 

17 

when p is measured in lbs. per sq. in. and v in cub. It., gives 
approximately the curve of expansion. Hence the heat re- 
ceived during 12 

= H2-Hi+ j(^iVl-^2^2). 

Finally, suppose the steam expand adiabatically in a non- 
conducting cylinder. 

The expansion curve for steam expanding in this manner 
is approximately given by 

^2;^ = constant 

when n = V035+j^,it the steam be not too wet, and qi is 

the dryness fraction at the commencement of expansion. 
Hence now 

Heat received during 12 = 

from which we can find g'2 ^^® dryness fraction at the end 
of expansion, when qi is known. 

If the three curves of expansion be plotted on a volume 
base, they will be as shown in fig. 32, when the pressure 
and volume at the commencement of expansion is the same 
in each case. It should be observed that since the volume 
is least for any given pressure when the expansion is adia- 
batic and n = l'35 (when qi = l\ that is when no heat is 
supplied during the expansion, the steam must get wetter 
as it expands than when the expansion is dt^ and saturated 
and 71=1*06. Also, when the expansion is hyperbolic and 
71 = 1, the steam will get drier and may be superheated even 
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at the end of expansion. Hence both for dry and saturated, 
and for hyperbolic expansion, heat must be given to the 
cylinder by some form of steam jacket during the expansion. 
§ 30. Oalcxilation of Work done from Actual 
Indicator Diagrams. — Let the shaded area of fig. 33 be an 
indicator diagram taken from the cylinder of a direct-acting 
steam-engine. The pressure per unit area driving the piston 
at any point of the stroke is given by the ordinate of the 
diagram at the point considered. For calculation purposes 
it is necessary to find the mean pressure which, acting 
throughout the stroke, will give the same work as that 

P 




Fig. 33. 

actually performed. This mean pressure (pm) can be found 
by measuring the area of the indicator diagram by a 
planimeter and dividing by the length of the diagram, or 
else by drawing a number of ordinates at equal distances 
apart on the diagram and finding the mean length of these 
ordinates. 

The work done per stroke of the piston will then be 
simply (p^A x Z), where I is the stroke and A the area of the 
piston. 

If the engine be double-acting, the work per revolution 
will be 2p^kl 

Hence the indicated horsepower of such an engine will be 
given by the formula 

_2p,^.AJxN 



I.H.P. 



33000 
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where N is the number of revolutions per minute, I is the 
length of stroke in feet, and p^A. is the load on the piston 
in lbs. ; since one horse-power is the rate of doing 33,000 
foot-lbs. of work in one minute. 

In designing an engine cylinder to produce a given horse- 
power, with a given initial steam pressure p^ at admission, a 
given point of steam cut-off in the cylinder, and a known 
number of revolutions and length of stroke, we have to find 
the area of the cylinder. To do this, the mean pressure 
necessary throughout the stroke must be obtained, p is not 
known db initio^ but it can be found as follows : — 

Draw the theoretical diagram for the given steam pressure 
Pi, cut-off, etc., round the actual diagram of fig. 33, as shown 
dotted. 

Then the theoretical mean pressure {p^ is given by 

p^ X (clearance + stroke volume) 



=p,xcut-off volume /i+iog^^l^^I^ESi+^trS^) ; 
^ \ cut-ofi vol. / 

or Pm=Pi 



cut-off vol. 
,(l + log,E) 



where 



R 

P_ clearance + stroke volume 
cut-off volume 



and the expansion during 12 is assumed to be hyperbolic. 
It is found by experience that for all engines of a similar 
type, the ratio 

Pm'P 

is practically a constant. Hence knowing p^, etc., we can 
calculate p^y and so obtain pm and thence the cylinder area 
required by substituting the known data in the formula for 
the indicated horse-power. For single-cylinder condensing 
engines with a ratio of expansion given by E = about 1'6, 

-^^ = •45. 

This gives approximately the true mean pressure obtained 
during the stroke. It should be noted that p^ is the mean 
pressure during the stroke volume only, while p^i is the 
mean pressure for the stroke volume plus the clearance 
volume. 
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§ 31. Combined Indicator Diagrams. — In large en- 
gines it is more economical, for practical reasons, to expand 
the steam in stages in successive cylinders, than to expand 
it completely in one cylinder. The range of temperature in 
each cylinder between the temperatures of the admission 
and exhaust steam is thus less than if the whole expansion 
were carried out in one cylinder, and so less loss by condensa- 
tion takes place. For least loss the total temperature range 
in each cylinder should be the same. The total work done 
is the same whether the expansion is carried out in stages 
in a number of separate cylinders or all at once in one 
cylinder, so long as the total ratio of expansion is the same. 
Thus the combined diagrams of a three-cylinder triple 
expansion engine would be as shown in fig. 34 ; and for a 
given initial pressure OA and cut-off volume AB, the 
theoretical work area OABDL will be unaltered no matter 
how many stages it is performed in, so long as the ratio of 
the volume OL to the volume AB is unaltered. The actual 
indicator diagrams from the high-pressure, intermediate, and 
low-pressure cylinders, when drawn to the same scales of 
pressure volume, will be somewhat as shown shaded in the 
figure, where OCh is the clearance volume and ChH is the 
stroke volume of the high-pressure cylinder; and 00, and 
Cjl, and OCl and ClL, the corresponding volumes for the 
intermediate and low-pressure cylinders. 

The mean pressure p^n, which, acting throughout the stroke 
volume of the low-pressure cylinder {i.e. along ClL), would 
give the same work as is represented by the three actual 
indicator diagrams, can easily be found by measuring their 
area with a planimeter. 

The theoretical mean pressure p^^ which will be repre- 
sented by the mean height (PQ) of the area OABDL, is given 



by 



(H-log, E) 



where r_ OL^ OC.+ C,L ^ r (1-hCJ . 

Where ^ ^^ AC-hCB m+G^ ' 

, _ volume of L.P. cylinder . 

""volume of H.P. cylinder ' 
cut-off volume of H.P. cylinder 
stroke volume of H.P. cylinder ' 

5 
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Q _ clearance volume of H.P. cylinder . 

" stroke volume of H.P. cylinder ^ 
p _ clearance volume of L,P. cylinder 

^ stroke volume of LP. cylinder 




Fig. 84.— -Combined Indicator Diagrams from a Triple Expansion Engine. 
Scales : 1 cm. =2 cub. ft. volume = 10 lbs. pressure per sq. in. 

In modern triple expansion engines when p^ is from 200 
to 250 lbs. per sq. in., r is usually about 7. It is then found 
that by taking C^ and C^ equal to 25 per cent, and 15 per 
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cent, respectively, that for a given cut-off (m), not outside 
the limits of 65 per cent, to 75 per cent, of the stroke, the 
ratio of p^ to p^ as found above is practically constant, and 
is given by 

^=0-49. 

The factor 0*49, known as the design factor, is thus greater 
for a three-cylinder than for a single-cylinder engine, which 
is due to the greater economy of the former type. 

In engine design we start with p^ and R as the known 
quantities and so obtain p^, and then take ^^ as '49 Pm. 
Having thus found p^ we can at once get the area, and hence 
the volume, of the low-pressure cylinder required for a given 
power by substituting for p^ in the indicated horse-power 
formula. The volume of the high-pressure cylinder will 

then be — , say -=-th, of this, and the volume of the inter- 

r 7 

mediate cylinder is then about — -^ , i.e. -j^ , say, of the low- 
pressure cylinder volume, for this ratio of cylinder volumes 
has been found to give in practice about an equal range of 
temperature in each cylinder. 

§ 32. Calculation from Actual Indicator Diagrams 
of the Transfer of Heat between the Steam and 
Cylinder Walls. Hirn's Analysis. — Hirn's analysis gives 
a method by which we can calculate the quantity of heat 
given to or taken from the cylinder walls by the steam 
during any portion of the cycle of operations through which 
it passes. 

Suppose we have an actual indicator diagram as ahcd. 
Let 0123 be the points of admission, cut-off, release, and 
compression respectively, and let a represent the operation 
from to 1, & that from 1 to 2, and so on. 

Then during any operation it follows : — 

TThe work done by the steam 

The heat received from ) j -^'^IZS^ °^ '^ '"'^"'*^ 
external sources / 1 ^^^^ ^^^ ^^^^ ^ ^^^ 

\^ cylinder walls. 
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Let A = the sensible heat of water from 32° F. 



L= latent heat at any temperature ; 



-T_ K^-^) . 



p = the internal energy of evaporation = L 

2= the dryness fraction at any point; 
i^c = the weight of the cylinder cushioning steam; 
Wf= the weight of feed water used per stroke ; 
U = the work done by the steam during any operation ; 
Q = the heat given -to the cylinder walls during the 
same operation. 

Then if symbols without suflBces refer to boiler steam, and 
those with suflBces to the points 0, 1, 2, 3 on the diagram, we 




Fig. 35. 

shall, on the assumption that the expansion during h is 
adiabatic, obtain the following results : — 

From Q tol: 
Heat received from 32° T^,=^w/h+qlj) = \]^ 

+ K+ y^cXK + ^i/>i) - "^AK + ^o/>o) + Qa ; 

From 1 to 2: 

* Heat received = = 'Ut,+(wy+ wXK + q^P^^ 

-K+^c)(Ai + 2iiOi) + Q5; 
From 2toZ: 

Heat received = — c(/|^— ^<)= —^c+'^cQ^z'^9.zP^ 

+ wjk^ - {w^+Wc){\ + ?2P2) + Qc ; 

* JV.-B.— For a jacketed engine we must write Qj for on the left-hand side 
of the equation. 
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where c represents the lbs, of condenser circulating water per 
stroke; U and t^ the initial and final temperatures of the 
circulating water as it passes through the condenser ; and t^ 
the temperature of the condensed steam. 

From 3 ^0 : 

Heat received = = - Ud + wiji^ + %p^ - ^X^a + %P%^ + Q* 

We write — Uc and — U^, since this work is not done hy the 
steam, but on it. 

Summing up all the heat received, we get — 

-Ud+Qa+Q.+Qc+Q.. 

In the actual problem, %, c, tj, U, and t^ can be directly 
measured by suitable apparatus. From the indicator diagram, 
Ua, Uft, Uc and Ud — that is, the external work done by the 
steam during any portion of the piston stroke — can be 
obtained. A, />, and L are obtained from steam tables when 
the pressure of the boiler steam is known ; q^ can be measured 
by a suitable dryness fraction calorimeter. 

Hence to obtain Qa, Q^, etc., the only remaining quantities 
to be determined are w^, g^^, ^j, q^^, and q^ Let u be the 
volume of the cylinder at any point, and let v be the specific 
volume of 1 lb. of steam at any given pressure. Then — 

for at the points and 3 there is only the cushion weight of 
steam in the cylinder. 

There are thus four equations from which to find five un- 
knowns. Hence an assumption must be made. If the clear- 
ance and amount of cushioning in the cylinder be small, we 
can assume Wc=^\ but usually a truer assumption to make 
will be to write 23 = 1 — that is, assume the steam dry at the 
point of compression. 

We now have a sufficient number of equations, and hence 
can find Qa, Q^, Qc, and Q^ from the original equations given. 
Evidently if the cylinder be un jacketed the sum Qa+Qb 
+ Qc+Qfi must be positive, as it must represent the loss by 
conduction and radiation from the cylinder walls. If the 
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cylinder be jacketed, we must write Qj for in the 
second equation, where Qj is measui'ed by the amount 
of water drained from the jacket multiplied by the latent 
heat of the steam at the temperature of condensation in 
the jacket. 

§ 33. Indicated Steam Consmnption in an Engine 
Cylinder. — The weight of steam used per stroke in an 
engine cylinder can be calculated from the engine indicator 
card, on the assumption that the steam at the points of 
cut-off and compression is dry and saturated. Consider 




Fig. 36. 



the indicator card shown in fig. 36. Let OC represent 
the clearance volume of the cylinder and CH the stroke 
volume. Let AB be the volume of steam in the cylinder 
at the point of cut-off, and through B draw a dry and 
saturated steam curve BS for the total steam in the 
cylinder. To take account of the clearance steam which 
is shut into the cylinder during compression, and is there- 
fore present at admission on the next stroke, draw a 
dry and saturated steam curve DE through the point of 
compression D. 

AB is then the volume of total dry steam in the cylinder 
at cut-off, and AE is the volume of dry clearance steam in 
the cylinder at this point. Hence EB is the volume of the 
working steam which passes through the cylinder per stroke. 
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Hence 

The indicated weight of \ C Volume of steam EB 
steam used per stroke V = ] Volume of 1 lb. of dry steam 
in lbs. J [ at the pressure EB. 

If the actual expansion curve of the indicator diagram 
be as BG, we can, by measuring the ratio of several such 
points as E'B' to E'S', tell whether the steam in the cylinder 
is drying or the reverse during expansion. 

If the steam be wet at cut-off, we cannot get the true 
consumption of steam per stroke; but if we have some 
means of measuring the actual weight of feed water used 
per stroke we can plot a dry steam curve S^Sg for this 
actual weight, and then the ratio of the volume EB of 
working mixture in the cylinder to the volume ES of 
measured dry feed steam at the same pressure, will be the 
dryness fi'oction of the cylinder steam at that point. All 
this assumes the clearance steam dry throughout the ex- 
pansion, for we have measured our volumes from the dry 
steam curve DE. It would probably be more correct to 
assume that the steam in the clearance space was in the 
same state as that in the cylinder at every point during 
expansion. The point E would then have to be set back to 
El, so that 

AEi:AE = EB:ESi, 

and then the more accurate dryness fraction at B would be 
given by M. 

It should be noted that when the diagrams from several 
cylinders are combined, as in fig. 34, we cannot draw one 
single continuous dry saturation steam curve for all the 
cylinders, as the total steam expanding in each cylinder is 
diflferent owing to the clearance volumes of each cylinder 
being different. 

Hence a separate saturation curve must be drawn for 
each diagram, unless the diagrams be "set back" and the 
effect of clearance eliminated, in which case one continuous 
dry steam curve can be drawn for the working steam which 
passes through all the cylinders in turn, and so is therefore 
of constant quantity. 

This "setting back" is effected by drawing compression 
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curves, such as DE in fig. 36, through the point of compres- 
sion of each diagram in fig. 34, and then setting back all 
such points as E and E' (fig. 36) until they coincide with 
the zero volume line OA, and every point on the expansion 
curves, as BB', the same amount at the corresponding 
pressure. Thus new curves of expansion are obtained for 
each cylinder, and now the volume of steam measured from 
the zero line OA to these curves at any pressure will give 
the volume of the *' working steam " passing through all the 
cylinders in turn at that pressure. 



CHAPTEE VII. 

UNRESISTED EXPANSION, AND FLOW 
THROUGH ORIFICES. 

§ 34. Effect of Unresisted Expansion.— So far we 
have assumed that when any gas has passed through any 
cycle of operations, its expansive force has at every point 
been exactly balanced by external resistances. 

If a substance be allowed to expand without overcoming 
resistance and doing external work, the energy of expansion 
becomes available for other purposes. It may simply appear 
as kinetic energy in the substance itself, as, for instance, 
when steam escapes from a boiler through an orifice into 
the air. Here energy appears first as a violent agitation of 
the particles of the substance, and ultimately, as the motion 
subsides, the kinetic energy of the motion reappears in the 
form of heat. The available energy may also be utilised 
to increase the velocity of flow of the substance, as in the 
case of gases flowing through pipes, or yet again to overcome 
frictional resistances of pipes, etc. 

If the expansive energy of the substance were developed 
in some form of motor cylinder, we could, by the methods 
already discussed, calculate the work that could be done 
on external objects by the substance when the conditions 
under which the operations took place and the initial and 
final states of the substance were known. 

If no motor be used, then this same amount of work will 
generate kinetic energy in the substance, which, if not used 
to cause flow or overcome frictional resistances, will finally 
reappear as heat in the substance. (The terminal state 
would not be reached until temperature equilibrium had 
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been reached.) Hence, using a motor, the substance will be 
in a certain state at the final pressure ; while when no motor 
is used, the substance will be in a higher state at the same 
terminal pressure. This is true of all substances, whether 
heat is received or not, during their passage through the 
expansion nozzle. It is, in fact, simply the statement of 
the First Law of thermo-dynamics on the assumption that 
there is no energy of motion either before or after the 
unresisted expansion. 

We must therefore find out how much work the sub- 
stance could do if it expanded in a motor under the given 
conditions, and also find the final state of the substance 
under these conditions. We can then deduce its final state 
when the expansion is unresisted. 

§ 35. Increase of Thermal State due to Unbalanced 
Expansion. — The two most common cases of unbalanced 
expansion are: — 

(1) When steam or gas escapes from a region of constant 
pressure to another region of lower constant pressure, as in 

wire - drawing at the 
throttle valve of a 
steam-engine, or at the 
expansion valve of a 
refrigerator. 

(2) When steam or 
gas is discharged from 
a vessel of constant 
volume into a region of 
constant pressure, as 
when steam exhausts 
from an engine cylinder 
into a receiver. 

The diflference be- 
tween the two cases is, 
that in the first the 
substance is continuously supplied at the higher pressure, 
while in the second case there is only a given volume of 
the substance to expand. Consider case (1). Imagine the 
substance to flow along a pipe at pressure jo^, represented by 
OA in fig. 37, and to leave it at pressure jp^, given by OD. 
Assume the reduction in pressure takes place at the valve 
without receiving or rejecting heat, i.e. adiabatically. 




Fig. 37. 
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Suppose the reduction in pressure had been effected in a 
motor cylinder without clearance ; then the work done in the 
motor would have been the area ABCD. At the lower pressure 
/?2, the point C in the diagram gives the final state of the 
substance under these conditions. Now if the expansion be 
unresisted, the state will not be C but E where the area 
MCEN (representing the heat received during CE) is equal 
to the area ABCD. 

If the unbalanced expansion be not adiabatic, then the 
state will not be E, but will be a higher or lower state, 
though always at the pressure jt?2» according as heat is received 
or rejected at the expansion valve. 

Apply these principles to the unresisted expansion of a 
perfect gas. 

For a perfect gas 

pV = CT and ^V^ = constant, 
where y = =^ when the expansion is adiabatic. 

V 

If the ratio of adiabatic expansion R is given by ^% we 

T 1 
know j^ = ^^j , and thus the temperature at the pressure 

OD, if a motor were used, is at once found. 

The temperature Tg, which the gas actually acquires when 
the expansion is unresisted, is given by 

K^Tb - T,) = area ABCD ; 

y-1 
= (Tb-T,)^^; 

= K(T3-Te). 
Hence Tj. = Tb. 

Therefore when a, perfect gas is wire-drawn from one pressure 
to a lower one without gain of kinetic energy, the tempera- 
ture is unaltered after expansion. 

Next consider case (2), where only a certain mass of fluid 
is allowed freely to expand. Let its initial state be repre- 
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sented by B in fig. 38 ; then if the substance were expanded 
in a motor the nett work it could do would be represented 
by the area BGC, which is obviously much less than in case 
(1). Hence if expansion be unresisted, the final state E of 
the substance is obtained by making the area MCEN equal 
to BGC, where EN and CM are adiabatic curves drawn to 
infinity through E and C. 

If the expansion from the vessel of constant volume be 
carried to its limit, E will not only denote the state of the 

substance which has 
escaped but also of that 
in the receiver itself. 

§ 36. Discharge 
through Orifices. — As 
has just been pointed 
out, in all cases where un- 
resisted expansion takes 
place from a region of 
constant pressure to 
another of lower pressure, 
the work area ABCD 
of fig. 37 is available 
to (a) cause increase of 
kinetic energy in the 
substance; (6) do work 
against gravity ; (c) do 
work in overcoming frictional resistances. 

In considering the discharge through orifices we can 
neglect (b) and (c) in the case of gases or steam, as they are 
very small compared tO'(a), though in the case of such fluids 
as water or oil this would not be justifiable. 

Approximately, therefore, for gases and steam we may write 

Area ABCD of fig. 37 = Increase of kinetic energy 




Fig. 38. 



-?V 



2-^.2 



^i 



per lb. 



where ci and o-g are the velocities of the gas where the 
pressures are p^ and p^. Usually c^ is very small compared 
to a-2, so we can write 

Area ABCD = ^'. 
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This velocity o-g in general will eventually subside at a 
certain distance from the orifice of discharge, and the kinetic 

energy (^) will again be converted into heat, unless the 

discharge be used to produce flow in pipes, etc. In order 
to find o-g we must know the nature of the expansion 
curve BC. 
§ 37. Hyperbolic Discharge through Orifices.— 

Suppose that the curve of expansion BC is given by 

px^ = constant, 

which means that the expansion in the discharging orifice 
is isothermal in the case of a perfect gas, and hyperbolic in 
the case of steam or other vapours. 
We then have 

Area.ABGJ)=^=l\dp=p^u^\ogP . (1) 

2g J 2 P2 

If (a) be the contracted area of the issuing jet at which 
the pressure is uniform and equal to p^, and if W be the 
discharge in lbs. per second, and u^ the volume per lb. of the 
gas at the pressure P2 ; then, evidently — 

W = ^^=^^2 UgpjuAoge^ horn (1) 

^T^ JlogA ... (2) 

For a given initial pressure p^ and volume u^ per lb., this 
expression is a maximum when 



/log.B_— &_xJ=0, 



Pi Pi 



or log.^i = i; or ^2= -606, 

as found by differentiating expression (2), 

Substituting for ^ , we then get the maximum discharge 
Pi 
given by 

«^/2£ -eOGp^ 344pta 
""'• Vi'i^i V2 JPi< 
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That there must be a maximum theoretical discharge for 
some particular value of ^ is obvious when we consider that, 

^^ 1 

though a-2 will increase with the drop in pressure, yet — , 

that is, the weight per cub. ft. of the gas, will decrease as p^ 
decreases, which will limit the flow. 

Let us apply the above results to some particular cases. 
Take air, for instance, where for hyperbolic flow 

jt?i?^^ = 53-2Ti; 

Tj being measured on the absolute temperature scale. 
Then 

Wroax. = — j^ lbs. per second; 

and the corresponding velocity of discharge, o-g, is given by 

<^2=^2ffp,u, log|> = y^^Mi^ = 41-4 VT, ft. per sec. 

Or, again, take the case of dry steam, where for hyperbolic 
expansion 

^11^1 = 253^ per lb. of steam. 

Then 



and 



_ 3'Up^a _p,a 
>^m^x- 253 "73-5' 



0-2= \ -^ — 5 = 1435 ft. per second. 



If a be measured in square inches, j^j must be taken as the 
pressure per square inch ; and if a is in square feet, then p^ 
must be the pressure per square foot. 

§ 38. Discharge of Gases through Orifices with any- 
Type of Expansion. — Suppose, now, instead of hyperbolic 
discharge, the gas expands as it passes through the orifice 
according to the law 

jow" = constant. 
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.-. Area ABCD of fig. 37 

_^ 

As before, the discharge for given limits of pressure ^^ and 
P2 is given by 



W = -^ = a 



_y„4i^«».{-©"}. 






<& 



i^U 



So long as p^ is not zero, this expression is a maximum 
for a given p^ when 

n\pj n \pj ' 






or ^= 

Pi 
Substituting this value in the expression for W, we get 

and the corresponding velocity of discharge given by 

Thus for air expanding adiabatically 7i = y = 1*408 — 

/. ^=-528; 
Pi 

•'• W^^. = — -j^ lbs. per second, 

with a velocity 

(72 = 44*7 ^Tj ft per second. 
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Or, again, for the adiabatic expansion of steam, ?i = l-13 — 
•'• W^j^^=^, with a velocity of discharge 



given by 0-2 = 5 -84 Jp^u^ . 

For superheated steam, n = VZ approximately for adiabatic 
expansion. Therefore 

_378^ 

'» max. — ; > 

and . 0-2 = 603 JpiUi . 

We can also calculate the discharge for saturated steam 
of different degrees of moisture ; for if v^ be the volume of 
1 lb. of di*y steam at the pressure p^ and q^, the dryness 

fraction, then qv^ = Uy 

Hence substituting when 

p^a 



q, = l 


•75 


•5 -25 ; 


W^. = 3-62 


4-12 


50 6-83 ; 


-'^^ =5-84 


504 


4-07 2-08. 



§ 39. Discharge through Orifices due to Small 
Pressure DiflFerences. — The foregoing results have been 
obtained on the assumption that the difference of pressure 
between p^ and p^ on the two sides of the orifice was finite 
and considerable. Now, suppose this pressure difference to 
be quite small. Then we may write 

for since the pressure difference Ap is small, Wj^ean will not 
appreciably differ from u^ or u^. 
.'. In this case 

W=-^=- ^^ Jp^ . Ap lbs. per second. 

Thus for air. 



UNRESISTED EXPANSION, AND FLOW THROUGH ORIFICES. 81 



a formula applicable to air escaping from a stokehold under 
air pressure. 



For dry steam. 



a. 



^=rrfi^^Fi-AP; 



31-6 

or for steam, of dryness q, when 
Ji = rO -75 
W 1 1 



•25 
1 






c 

y 






B 



Fig. 39. 



4" 



c^Jp^ 31-6 27-4 22-3 15*8 

§ 40. Experimental Work on the Discharge of Gases 
through Orifices. — In the foregoing theoretical considera- 
tions we have assumed that the 
velocity org and the pressure p^ ^^® 
constant all over the area (a) of the 
orifice. In other words, we have 
assumed that the expansion of the 
escaping fluid has been completed by -- 
the time the section (a) has been 
reached. 

It is found by experiment that so 
long as the lower pressure p^ is 
less than one-half the higher p^, the 
discharge is practically coTistant for 
all values of p^. This does not 
agree with the theory, so our assumption that the pressure 
p^ is constant over the area {a) must be incorrect. It is 
found actually that though the pressure along the outer 
streams of a jet issuing from an orifice may be p^y yet at the 
centre of the jet the pressure will be greater than p^ at the 
vcTia contractu AB of fig. 39. If, however, we go further 
from the orifice until we reach a section of the jet over which 
the pressure is constant, as CD, then we can apply our 
theoretical results to practical cases by taking CD as the area 
(a) in the formula instead of the area at AB. 

Napier has showed that for dry steam, so long as the 
lower pressure p^ is equal to or less than -6 of the higher 
pressure, the actual discharge is constant and equal to the 
maximum value calculated by theory. Thus he states that 
under these conditions 

W = ?^ lbs. per second 
70 ^ 
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where a is the contracted area AB in fig. 39, while for small 
differences of pressure 

For large falls of pressure it is found the contracted area AB 
is about '75 the area of the orifice itself, while for small drops 
it is only '66 of the actual orifice. 

Other experimenters have found that for air, so long as p^ 
is equal to or less than 'SSpj, 



for large differences, and 

for small differences of pressure. So that, on the whole, 
theory agrees singularly well with practice. 



CHAPTER VIII. 
PLOW OP GASES ALONG PIPES. 

§ 41. Thermo-dynamic Diflference between the Plow 
of Gases along Hpes and through Orifices. — In con- 
sidering the flow of gases through orifices we are able to 
neglect frictional losses during discharge, without sensible 
error, and can assume that the total energy of expansion is 
utilised in producing velocity of the gas on the low-pressure 
side of the orifice. 

In the case of flow along pipes frictional losses usually 
become the principal item, for the change in the velocity of 
flow along the pipes is small in practice. Hence if there is 
a pressure drop between two sections in a pipe, the energy 
of expansion due to this fall of pressure becomes dissipated 
by overcoming the friction between the flowing gas and the 
pipe, instead of in producing an increase in the velocity of 
the gas. 

If, however, the diameter of the pipe be large in com- 
parison to its length, the loss of energy due to friction may 
be very small, in which case a given drop in pressure in the 
pipe will produce an increase in the velocity of flow of the 
gas corresponding to the fall of pressure. 

It is necessary, therefore, before writing down our energy 
equation for any particular case, to consider the conditions 
under which the flow will take place. 

Thus in the case of flow through a large pipe in which the 
pressure drop is considerable in the pipe itself, we can equate 
the change of kinetic energy of the flowing gas to the work 
done by the pressure difference in the pipe, so long as the 
area of the pipe is sufficiently great to make frictional losses 
negligible. 

83 
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A rather different case occurs when gases flow up a boiler 
funnel, which has a large sectional area in proportion to its 
length. Here the velocity of flow is practically constant at 
all points in the funnel, and we can also neglect any frictional 
losses. Hence we may consider the funnel as a large orifice, 
and simply equate the kinetic energy of the funnel gases to 
the work done by the small difference of pressure at the base 
of the funnel which produces the flow. 

If a pipe be small and long, the velocity of flow will be 
practically uniform along the pipe, and in this case the work 
due to the drop of pressure between one end of the pipe 
and the other will be used in overcoming frictional resistances 
along the pipe ; for frictional losses are not negligible when 
dealing with flow through small, long pipes. 

§ 42. The Plow of Gases along Large Pipes n^glect- 
ing Frictional Resistance. — As for the discharge of gases 
through orifices, so in all cases where there is a difference 
of pressure {jPx—p^ between the two ends of a pipe through 
which gas is flowing, the work area ABCD of fig. 37 repre- 
sents the energy available to produce flow in the pipe, to 
overcome gravity effects, or to overcome frictional resist- 
ances. 

The eff^ect of gravity can generally be neglected, as the 
density of gases is small even when they are under consider- 
able pressure. 

If, in addition, we can neglect frictional losses, our energy 
equation becomes 

" ■''"=ijdu. . . . (1) 



<r^-' 



2^ 

where o-g and <t^ are the velocities of flow at the two ends of 
the pipe. 

This equation is quite general. Thus for watei\ u is con- 
stant, and equal to — where w is the weight of unit volume. 
w 

Hence for water — 

2g w ' 

or &4.^' = ^4.^'= a constant ; 

w 2g w 2g 

which is Bernouillis' equation for hydraulic flow, 
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In the case of a gas, suppose first that the expansion during 
flow is given by 

^ = constant. 

Then equation (1) becomes 

2 2 

or ^2^2 log* ^2 + ?- =i^i«^i log^i^i + ^ = constant ; 

2 2 

that is CT2 loge^2 + ^ = CTi log,;pi + ^ = constant. 

If the expansion during the flow along the pipe follows 
the law 

^" = constant, 

then equation (1) gives 



. ^2^2+ 7^== T .i?i^i+n^ = constant ; 



which, in the case of adiahatic flow when 7i = y, reduces to 

K .T2+^ = K-.Ti+^^ = constant. 
2^ '2^ 

T2 can always be calculated when the pressures jpi and ^2 ^^^ 
known ; for in the case of steam it will be the temperature 
corresponding to the pressure p^, while for gases it will be 
given by 

w 

Hence in all cases the increase of kinetic energy of the gases 
during flow can be calculated on the assumptions made. 

The weight (W lbs.) of gas passing any section (a) of the 
pipe per second will be given by 

u 

where u is the volume per lb. at the section (a) where the 
velocity is <r. 
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Hence if we know W, a, and the volume u^ where the 
pressure is p^, we can ascertain o-i, and then calculate the 
change in velocity and so find org from the equations just given. 
§ 43. Flow of Hot Gases up Boiler Funnela— When 
the flow of hot gases up a boiler funnel is caused by 
" natural draught," that is to say, when it is simply due to 
the expansion of heated gases in the boiler furnace, the velocity 
of the gases is produced by the difference of pressure (Ap) at 
the entrance of the furnace between the weight of a column 
of hot funnel gases of the height of the funnel, and the 
weight of a similar column of atmospheric air outside it. 

In such a case the velocity 
of flow (T will be given by 

where V is the mean 
volume per lb. of the 
funnel gases; for before 
the air enters the furnace 
its velocity is very small, 
and so the change of 
Fig. 40. velocity may be taken as 

or itself. 
It is therefore necessary to find Vand Ap for any given funnel 
length and temperature in order to obtain o-, and from this the 
weight of funnel gases passing up the funnel in a given time. 
If a curve be plotted to give the volumes of 1 lb. of furnace 
gas as it passes through the furnace, combustion chamber, 
tubes, and funnel, it will be as shown in fig. 40 — the volume 
per lb. increasing and decreasing according to the tempera- 
tures of the various parts of the boiler. Thus AB will 
represent the volume of 1 lb. of air as supplied at the 
stokehold pressure and temperature; BCD the change of 
volume and pressure as it passes through the furnace, tubes, 
etc. ; and DE the volume per lb. of funnel gas at the average 
funnel temperature. 

It is found that the two shaded areas of fig. 40 are 
practically equal, and hence it follows that the mean volume 
V of the gases as they pass through the boiler and funnel 
is the volume corresponding to that of the gases when in 
the funnel. 



D 


^"""^^^g^— ^ 


1^ 
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Next as regards Ap. Let W be the weight of a column of 
funnel gases of length I (where I is the height measured from 
the furnace grate to the funnel top), and let Wq be the weight 
of a similar column of external air at absolute temperature 
To. 

Let Yq be the volume of 1 lb. of air at atmospheric 
temperature T^, and V^ its volume at the funnel temperature 
Tj, and let A be the sectional area of the funnel. 

Then W = ^. 

Also, if n lbs. of air be supplied per lb. of coal burnt in 
the furnace, it is found 

(n + l)Y = nY^. 

•yy__. ^A _ I A 

n y n Ti' 

71+1' ^ 7l+l'40 

for^^V, = 53-2Ti, and ^i = 147 X 144 lbs. per sq. ft. 
Similarly, Wo=^ = -^A 

40 
Hence, Apx A = W.-W= 40iAri— ^H. 

Now if f2 be the weight of funnel gases, in lbs., discharged 
per second — 

"°'-#- W^^(rraT> ° 

_ A-320 I n+l yl _n + \\ 

by substitution for V. 

With a given temperature T^ we find, by differentiating 
the above expression and equating it to zero, that the 
condition for maximum draught is given by 



T. 



-i'^y 
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Usually about 24 lbs. of air are supplied per lb. of coal 
burnt in a furnace, so that ?i = 24. 
Hence, approximately, 

Ti^25 
To 12* 

Thus if the temperature of the atmospheric air be 60° F., ie, 
Tq = 521, then for maximum draught T^ must be 1086, that 
is 625' F. 

Usually funnel draught is measured by the height of water 
column that can be supported by the difiference of pressure 
between the pressure of the gases in the funnel and the 
pressure of the external atmosphere. 

A column of water 1 inch high corresponds to a pressure 
of 5*2 lbs. per sq. ft. Hence if i measure the difference of 
pressure of the atmosphere over that of a furnace, in inches 
of water — 

In practice it is found the actual draught is about 80 per 
cent, of the theoretical draught as thus calculated. 

§ 44. Eflfect of Friction on the Flow of Gases 
through Pipes. — So far in dealing with flow, frictional 
resistances between the flowing gases and the surface of the 
enclosing pipes have been treated as negligible. In long 
pipes of small relative diameter, this assumption is by no 
means justified. It is found in practice that for such pipes, 
though the fall of pressure between the two ends of the pipe 
may be finite, yet the velocity of flow of the gas alters but 
slightly as it proceeds along the pipe. Hence the energy 
available, owing to the fall of pressure, must be dissipated in 
overcoming the frictional resistance to the flow. 

It necessarily follows from the assumption that the 
velocity of flow (a) is constant along the pipe, that, for a pipe 
of uniform sectional area, the volume per lb. of gas (u) 
must everywhere be the same. 

Hence if Ap be the difference of pressure between the two 
ends of such a pipe, the head (h) available to overcome 
friction is given by 

h=Ap,u, 
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Kow, as in the case of hydraulic flow for a pipe of given 
internal surface s and area a, the head lost by friction may 
be written 

, .a^ s 
2^ a 

where / is a frictional coefficient. Since 8 = Trdl and a=-j- 

for a pipe of length Z, and diameter d, 

ird? 
where m is equal to -— ^, and is called the "hydraulic mean 

depth." 

Hence for small differences of pressure 

g.2 I 

^P'U=f^ 

2g m 

The value of / can be determined from this formula for any 
given pipe by experimenting on the weight of gas discharged 
for a known drop of pressure Ap along the pipe. In all 
cases the volume u will be the volume per lb. at the average 
pressure in the pipe, and will depend on the pressure and 
temperature in the case of such gases as air, and on the 
pressure and dryness fraction for such vapours as steam. 
Hence, knowing the pressures at the two ends of the pipe , 
u can be deduced, and also <r ; f or 

uW 



where W is the measured discharge in lbs. per second, 
I and m will be constants for any given pipe, and so / can 
be determined from the formula for any particular case. 
Various experiments made on the flow of air through the 
Paris mains and St Gotthard Tunnel, and on the flow of 
dry steam through well-lagged pipes, appear to show that 
the value of /simply depends on the diameter (d) of the pipe, 
and is very approximately represented by 



/=«27(1+ ») 



10.dJ 
in both cases, where d is measured in feet. 
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It must be remembered that the energy necessary to over- 
come friction reappears as eddies in the flowing stream, and 
these eddies will finally be absorbed and again appear as 
heat in the gas. Hence assuming no heat is lost by radia- 
tion or conduction in the passage of the gas through the pipe, 
the flow will be practically isothermal in the case of such 
gases as air ; whilst in the case of steam^ if it enter the pipe 
dry, it will be superheated at its exit. 

As a certain amount of radiation must occur it is usual to 
assume that for air passing through pipes, the flow is 
isothermal ; and for steam, that it remains dry and saturated 
if it starts dry on entering the pipe. 

With air the temperature of flow is usually atmospheric, 
so that 

^ = 5-3:2T^?7^0at60°F; 
P V 

■ Ai'=^^ / 

■ ■ f d' 455,000 
For dry steam, approximately, 



(1) 



„^„„ 64,000 

P 



p d ' 1,030,000 



(2) 



for a circular pipe of diameter d feet. 

From these expressions it is evident the percentage loss of 
pressure along the pipe is independent of the initial pressure, 
and only depends on the velocity of flow. 

Thus assuming steam flowing with a velocity of 100 feet 
a second in a pipe of length Z, and diameter d, we get 

p d 103' 
or, practically, a percentage drop of pressure given by ^ . 

Taking an average value of /as '004, this gives — ^- , that is, 

a 

a pressure loss of 1 per cent, due to friction for each length 

of pipe equivalent to 250 diameters. 

It is often convenient to express the fall in pressure in a 
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pipe in terms of the flow in lbs. rather than in terms of the 
velocity. Thus by substituting 

^i^W__ 64,000 W 
a p,a 

in equations (1) and (2), we get for air, for small drops in 
pressure — 

A W2Z/ 
^•^^ = 390r&' 
and for dry steam — 

when p and Lp are measured in lbs. per sq. in., W in lbs. per 
hour, I in feet, and d in inches. 

Hence for a given discharge and initial pressure the fall 
in pressure along a pipe can be calculated, or for a given fall 
in pressure the discharge can be determined. 

It should be noticed that the foregoing expressions do not 
include any losses due to bends, etc., and only refer to steady 
flow. 

To give the initial velocity {a) we must either have a 
pump, or a sudden drop in pressure at the entrance to the 
pipe. The drop in pressure to start the flow can be 
computed by the expressions already given for the flow of 
gases through orifices. 



CHAPTER IX. 
STEAM INJECTORS AND EJECTORS. 

§ 45. Object of the Instruments. — Steam injectors and 
ejectors are instruments by which a jet of steam acting 
on a stream of water or other fluid with which it mingles, 
can impart to the resultant fluid jet a velocity suflScient to 
overcome a pressure that may be equal to or greater than 
the initial pressure of the original steam-jet ; the mechanical 
energy of the resultant jet being obtained from the heat 
energy of the steam. 

The name injector is generally given when the instrument 
forces out the resultant jet against a high pressure, as when 
feeding water into a boiler, for example; and the name 
ejector when the resultant stream is delivered at atmospheric 
pressure. 

The instruments are said to be " lifting " or " non-lifting " 
according as the fluid level in the reservoir from which they 
take their suction is below or above the instrument itself. 

The construction of these instruments is simple, and 
will be understood from fig. 41, where S is the steam inlet 
and W the suction pipe. The steam, as it rushes through 
the nozzle ti, produces a partial vacuum and so draws up 
water through the pipe W, and, mingling with it, forces it 
thfDugh the nozzle vi with considerable velocity. 

The instruments have few parts to get out of order, and 
are very convenient when only required to deal with small 
quantities of water. Their efficiency as pumps is, however, 
very low, not more than about 3 per cent, of the work 
that the same steam could do in a steam-engine cylinder 
being obtained from the steam used. Only, however, as 

92 
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ejectors are they wasteful, when the heat in the steam, not 
used as useful work, simply goes to heat up the discharge 
water and is lost. In the case of injectors this heat goes 
into the hoiler again with the feed, the injector, in fact, 
becoming a kind of feed-heater as well as pump ; so in such 
cases injectors may be used with considerable economy. 
The efficiency and proportions of the parts of an injector 
can only be determined theoretically by making several 
somewhat arbitrary assumptions. 

Assuming, however, that there is no loss by friction or 
radiation in the injector, that the equations for the adiabatic 
flow of steam may be applied to the steam- jet, and that the 
steam-jet is at once completely condensed on contact with 




Aiijusting 



Fio. 41. — Section of a Steam Injector. 

the discharge water, we can find the proper dimensions of 
an injector to give a given discharge against a known 
pressure head. 

§ 46. Oalculation of Fluid Velocity through the 
Iiyector Nozzles. — Making the assumptions stated in 
the last paragraph, we can find the velocity of the steam - 
jet at its point of contact with the incoming fluid, and 
the resultant velocity of the stream of water and con- 
densed steam which leaves the outlet orifice of the in- 
jector. 

The velocity of the steam at the point of contact will 
depend on the pressure and quality of the steam in the 
supply pipe, and on the pressure just outside the steam 
orifice where contact occurs between the steam and incoming 
water. 

If ^1 and P2. ^® these pressures, and g^^ and q^^ the dryness 
fractions of the steam at these pressures, then assuming 
the flow through the steam orifice of the injector to be 
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adiabatic, we have the velocity a- of the steam- jet given 

by 



^ = ?lLi-?2L2 + ^l-^2+^-^ 



2^. J 

where t-^ and ^2 ^^^ ^^e temperatures corresponding to the 
pressures p^ and p^, and s is the volume of 1 lb. of water. 

For maximum discharge through the steam orifice pg ^^^t 
be less than '6p^\ and it is actually found that taking p^ = 
•6pi gives approximately the correct value of a- for such 
injectors. 

Knowing p^^ we can find q^, since the expansion in the 
steam nozzle is assumed to be adiabatic. It will be given 
by the equation 

where v^ and v^ are the volumes per lb. of dry steam at the 
pres'sures p^ and p^. Thus knowing q^, the velocity a- can be 
at once obtained from the previous expression. 

Next, to find the resultant velocity V, say, with which 
the fluid discharged by the injector finally leaves the outlet 
nozzle. During the contact of the steam- jet and the incom- 
ing water in the injector a loss of energy takes place simply 
owing to impact. Hence we cannot equate the total energy 
of inflow to the total energy at the outlet orifice, but must 
apply the principle of conservation of momentum at the 
point where the steam meets the water. Then we may 
say that : — 

The momentum of the steam-jet + the momentum of the 
incoming water = the momentum of the resultant jet. Let 
y lbs. of water be pumped through by the injector per lb. of 
steam used in it. Then the momentum of y lbs. of water is 

^a-yjt where a-^ is simply the velocity of the water at the 

entrance of the injector which would be produced by its 
head when no steam was passing through the injector, a--^ 
will approximately be given by 

0-1= J2gh, 

where h is the head in feet of the supply water above the 
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injector nozzle, due either to elevation only, or to pressure, 

1 Xo- 
or both. The momentum of 1 lb. of steam is The 

9 

resultant jet leaving the injector contains (1+y) lbs. of 

mixed steam and water, and has a velocity V. Hence its 

momentum is LJEZiV. 

y 

Therefore by the principle of conservation of momentum, 

q-+yq-i- (i+y) v. 

9 9 9 ' 

y+1 y+1 ^ 

This gives the velocity of discharge at the outlet orifice, 
when the water in the supply pipe has a head h feet above 
the injector. If the supply tank be on a level with the 
injector, h may be zero. In this case the velocity of 
discharge becomes 

If the supply tank be below the injector, the water supply 
must be lifted through a height h by the suction of the 
injector. In this case instead of adding momentum to the 
resultant jet, the water supply must have a corresponding 
momentum given to it by the steam-jet, so that in such 
cases the second term in the expression for V becomes 
negative. In any case, when the conditions under which 
the injector is to work are known, V can be found. 

§ 47. Determination of the Amount of Water that 
can be Pumped through an Injector per lb. of Steam 
Used. — The number of lbs. {y) of water forced through an 
injector per lb. of injection steam can be determined for any 
given injector when the temperatures of the steam, of the 
feed water, and of the resultant jet are known. Let these 
be t^, ^3, and t^ F. respectively. 

Then the gain of heat of y lbs. of feed water in passing 
from the temperature ^3° F. of the reservoir to the tempera- 
ture t^ F. of the discharge pipe is equal to yit^ — t^) thermal 
units. 

The heat equivalent of the kinetic energy of the jet of 
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water leaving the discharge orifice of the injector with 

velocity V is (l+y) ^r-j per lb. of injection steam, where 
2gJ 

J =774 foot-lbs. 

The loss of heat of 1 lb. of injection steam at the initial 
temperature t^"" F., condensing to the temperature ^/ F., is 
equal to (2'iLi + ^i — O thermal units. 

It follows from the assumption that there is no loss of 
heat, and that all the steam is condensed by the time the 
outlet orifice of the injector is reached, that 

Y2 

approximately, since the term containing V is small in com- 
parison with the remaining terms. 

The above equation will give the discharge in lbs. per lb. 
of injection steam when the various temperatures can be 
measured for any actual injector. 

In designing an injector the resulting temperature t^ cannot 
be predicted, and so y cannot be found even when the initial 
state of the injection steam and the temperature of the feed 
water are known. For design calculations it is necessary, 
therefore, to appeal to the equation 

to obtain y for any actual case instead of V. In this ex- 
pression a is known when the initial steam pressure with 
which the injector is to work is known. The position of 
the injector relative to its suction tank will also be known, 
and hence h will be a given quantity. V is also known 
when the purpose for which the injector is to be designed is 
decided, for the limiting value of V must be settled by the 
pressure head against which it is desired the injector should 
pump. Thus if the injector be designed to feed a boiler in 
which the pressure is p lbs. per sq. ft. at a height H ft. above 
the injector, the limiting value of V to make the feed water 
enter the boiler without residual velocity will be given by 
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In practice, the actual velocity of the injector discharge must 
be considerably greater than the velocity as thus calculated 
in order to overcome the weight of valves and frictional 
resistances in the feed pipes; but by taking a suitable 
coefficient the true velocity of discharge (V) can be obtained 
from this formula, in any given case. 

Hence knowing the velocity of discharge V necessary to 
satisfy the given conditions, we can ascertain the number of 
lbs. of water {y) that can be discharged per lb. of injector 
steam under these conditions by substitution in the original 
formula. 

§ 48. The Areas of Steam and Water Nozzles 
necessary for a Given Discharge. — Suppose x lbs. of 
water are required to be discharged per second by a given 
injector. Then since by supposition 1 lb. of steam will 
deliver y lbs. of water, the steam necessary to deliver x lbs. 

X 

will be - lbs. per second. 

y 

The specific volume of moist steam in the injector orifice is 
(9'2^2+^) ^^b. ft. where the dryness fraction q^ is determined 
as previously described. 

Hence the area of the steam nozzle (a^) of the injector is 
given by 

X 

<^s=—(q2V^+s)QqAt 

where a- is the velocity of the steam in feet per second. 
Under these conditions the quantity of water being dis- 

X 

charged from the injector will be - (1+y) lbs. per second. 

Hence the area of the water discharge orifice (aj) must be 

given bv 

X 1 

at.=^(l+y)v^ sq.ft.; 

where V is the required velocity of discharge as already 
calculated, and w is the weight of a cub. ft. of water. 

§ 49. Efficiency of Eyectors. — When an injector- is 
simply used as a pump for lifting water and discharging it 
at atmospheric pressure, it is known as an ejector. 

Suppose we have an ejector at a height A^ ft. above a tank, 
and it is required to draw water from the tank and deliver 
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it at a distance Ag ^t* above the ejector, as shown in fig. 42. 
Then for least loss the velocity of discharge V from the 



te 




^JLA 



Fig. 42. 

ejector must be such that no residual velocity remains as 
the water enters the upper reservoir. Hence 

V=V2^2. 

Since the suction tank is below the ejector, our equation of 
§ 46 will then become 

or, substituting for V, 



which will give y for a given steam velocity, lift, and dis- 
charge head. 

It should be observed that y — that is, the water pumped up 
per lb. of ejector steam used — will decrease as both h^ the 
discharge head, and h^ the lift head, increase. 

The efficiency of ejectors aa pumps, as has already been 
stated, is very small, the actual work obtained from them 
being only of the order of '0004 of the heat energy of the 
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steam used. The efficiency of lift may be increased for small 
lifts by using a smaller ejector than would be necessary in 
the ordinary way, and fitting its discharge outlet with a 
number of nozzles, increasing consecutively in area, as shown 
in fig. 43 — the nozzles all being connected to the suction 

Steam 




Fig. 43. 



pipe. The steam nozzle s delivers a small stream of water 
at a high velocity through the nozzle A; this nozzle then 
acts as an ejector itself, and draws in and discharges a larger 
stream at less velocity through the next nozzle B, and so on. 
Each nozzle will thus reduce the velocity and increase the 
quantity of water discharged, and so finally a large amount 
of water may be lifted through a small height with a small 
ejector. 



CHAPTER X. 
STEAM TURBINES. 

§ 50. Olassiflcation of Turbines. — The general principle 
of the working of all steam turbines, is the conversion of the 
heat energy of steam into kinetic energy by discharging the 
steam with a considerable fall in pressure, through suitable 
guide nozzles, on to vanes attached to one or more rotating 
wheels fixed to a driving shaft. The fall of pressure causes 
the steam- jets to issue from the guide nozzles with a high 
velocity, as was explained in Chapter VII., and the reaction 
produced by these jets striking against the vanes of the 
driving wheels gives the driving effort. 

Broadly speaking, turbines may be divided into two classes 
— namely, impulse turbines and reaction turbines. 

If the whole fall of steam pressure occur in the guide 
nozzles, and only change of velocity occurs during the 
passage of the steam through the driving wheel vanes, the 
turbine is said to be an *' impulse " one ; the driving energy 
depending only on the original velocity with which the 
steam leaves the guide nozzles. 

On the other hand, if the pressure of the steam on enter- 
ing the rotating wheel is reduced during the passage of the 
steam through the rotating vanes, the turbine is called a 
** reaction " turbine ; for the driving effort will depend not 
only on the change of the original steam velocity given by 
the guide nozzles, but also on the change of velocity produced 
by the fall of pressure in the rotating wheel vanes them- 
selves. 

Each of these two classes of turbines may be further sub- 
divided into single-stage turbines, in which only one set of 
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rotating wheel vanes is used, and into multiple'Stage turbines. 
These latter may consist of a combination of a large number 
of successive turbines of the same type, or of a series of 
stages of the impulse type combined with a number of stages 
of the reaction type. 

In the single-stage types, expansion of the steam takes 
place immediately to the final pressure, either in the guide 
nozzles alone, or else partly in the guides and partly in the 
vanes of the rotating wheel. 

In the multiple-stage types the pressure falls in stages 
between each set of guides and rotating vanes, with the 
result that a considerably less steam velocity is produced at 
any one stage, and so a far less peripheral speed of rotating 
wheel is permissible. 

A further classification of turbines is given by the direction 
of the flow of the steam through the vanes relative to the 
turbine. Thus we may have " axial " and " radial " turbines, 
depending on whether the steam enters and leaves the 
turbine wheels in a direction which is on the whole parallel 
to the axis of the turbine shaft, or radial to it. In the 
former type the velocity of the steam particles will have two 
components, one peripheral and the other axial, while in the 
latter the components will be peripheral and radial. 

§ 51. Relative Steam and Peripheral Velocities 
for Turbines. — Suppose steam to be issuing from a guide 
nozzle with velocity o-, ^^^^ ^^^^,^ 

and let the issuing jet be jr- n: -^Lr^^^^<g^ 

directed on to a moving tr ^^^^^^ 

guide blade shaped as in ^^^ 

fig. 44. m 

Let the velocity of this 'rm ^ v 

blade be V in the direc- jm 

tion of the steam - jet. ^^m 

Then the relative velocity ^^^j ^ -'z;;ii0^ 

of the steam to the blade ^-v * .^^aoO^i^ 

on striking it will be Fig. 44. 

((T-V). If the blade be 

shaped as shown, the relative velocity with which the steam 

will leave the blade will be — (o— V), and hence the absolute 

velocity of the steam as it leaves will be V— (o-— V). 

In order that the whole of the energy of the steam-jet 
may be used in producing the velocity V, it is necessary that 
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the steam should have no absolute velocity remaining as it 
leaves the moving blade. Hence for maximum efficiency 

V-(o— V) = or (r=2V. 

That is, the velocity of the moving blade should, in this 
case, be half the original velocity of the steam- jet to produce 
the greatest effect. 

Next as to the value of the velocity o- of the steam. This 
can be calculated for a simple orifice by the rules given in 
Chapter VII. For a non-conducting orifice through which 
the flow may be assumed adiabatic, we obtained the expres- 
sion 



-i?i% 



{-(n 



2y «-l^^"M' \V^ 

for the velocity of discharge from a pressure ^^ to a lower 
pressure jp^ 

For example, if dry steam at 165 lbs. pressure per sq. 
in. absolute be discharged into a region at 1 lb. pressure 
absolute (as a condenser, for instance), the value of n will be 
1*13, and then 



- a/2^ • ^ • 165 . 144 . 272(1 - jgj,,,) = 4000 ft. a 



sec. 



Hence, for maximum efficiency, the peripheral velocity of 
a turbine wheel using steam issuing with this velocity would 
be 

V = | = 2000 ft. per second. 

This is a very high velocity, and would mean that for a 
wheel of, say, 30-in. diameter the angular velocity of the 
wheel would be 15,300 revolutions per minute. This high 
speed introduces serious mechanical difficulties, and the 
whole object of modern turbine design has been to reduce 
this peripheral speed without loss of efficiency; though in 
some turbines, as the De Laval, for example, this high 
velocity has been adopted, the whole energy of the steam 
being given up in a single ring of rotating vanes. 

High peripheral velocities introduce large centrifugal 
stresses in turbine wheels, which must be carefully designed 
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to withstand them. From this point of view alone, the 
actual peripheral speed of solid disc turbine wheels should 
not exceed 1300 ft. per second even when they are made of 
steel ; while if the wheels are of the drum type, the peripheral 
speed should not exceed 350 ft. per second, unless the drums 
are strongly reinforced by spokes. 

In actual practice the peripheral speed adopted depends 
not so much on the limits of strength permissible as on the 
duty for which the turbine has to be designed. Thus if a 
turbine be required to drive a dynamo, its speed of revolu- 
tion will necessarily be only about 1000 to 1500 revolutions 
a minute in order that the dynamo may give a good 
eflBciency. This will at once decide the diameter of the 
turbine wheel to give the maximum peripheral speed ; and 
should the diameter so found be impracticable, the peripheral 
speed must be reduced accordingly, or else the shaft of the 
turbine wheel geared down as is done in the De Laval 
turbines. For marine work, the turbine revolutions are 
decided by the revolutions of the screw propeller necessary 
to give good propulsive efficiency. As these revolutions are 
usually comparatively low, peripheral speeds of only 80 to 
200 feet per second can be obtained with reasonable sized 
turbine wheels in such cases, the speed depending on the 
size of ship and dimensions of screw fitted. Hence for ship 
propulsion it is necessary to use multiple-stage turbines, to 
enable the peripheral speed to be reduced without loss of 
economy. 

With axial turbines it is not generally possible to direct 
the jets of steam in the exact direction of the motion of the 
wheel vanes. The discharging nozzles have therefore to be 
placed at a small angle with the plane of the rotating wheels, 
and the rotating vanes angled to allow the steam to impinge 
on them without shock. In practice this angle is about 17° 
to 20". 

The steam-jet issuing from the guide nozzles will therefore 

have a velocity cr in a direction making 20° (say) with the 

plane of rotation. Eepresent this velocity by the line AB 

in fig. 45 ; its component in the plane of rotation is CB. 

Hence, as already seen for maximum efficiency, the speed of 

CB 
the turbine vanes must be DB where DB = -jr-. Join AD; 

z 

then AD will represent the velocity of the steam relative to 
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the rotating vanes, and the direction of AD gives the entrance 
slope of the wheel blades so that the steam entrance may be 
free from shock. The angle ADC is the angle at which the 
lack of the wheel blades must be fitted on the wheel, as a 

shock on that side of the blades 
would cause greater loss than 
a shock on the front side. 
The relative velocity, repre- 
sented by AD, with which the 
steam passes through the wheel 
vanes remains constant so long 
as friction is neglected and no 
change of pressure occurs in 
the wheel. Hence at exit the 
steam has the relative velocity 
AD, while the wheel vanes 
have the absolute velocity CD. 
Therefore if the angle of the 
steam discharge from the vanes 
be made equal to the angle of inlet, so that the velocity of 
discharge is given by the direction of the line DE where 
DE=AD, then the absolute velocity of discharge will be 
represented by CE. Let this be a--^. 

Then the total energy expended by the steam in passing 
through the rotating vanes is equal to \m{a^—(r^), and the 
total kinetic energy in the steam is ^ma-^ per unit mass. 
Hence the maximum efficiency of the turbine wheel is given 

by 




Fig. 45. 



V-q-i^^AB^-CE^ 
a^ AB2 



from the fig. 45. 



Hence it follows that 

AB2-CE2 BC^i ,.^^ 2 / X 
'/max. = — ^32 = ;gjB2 = cos2 ABC = cos2 a (say) ; 



and the velocity of the wheel vanes is then given by 

V^BD^BC 1 _cosABC_ 
(7 AB 2 * AB : 



- = i| cos a. 



Thus if V be taken at the practical limit of 1300 ft. per 
second, and a = 17°, then cos a= '956. 
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and 



^=•9562 = -914; 
1300x2 



•956 



= 2720 ft. per second. 



If a higher steam velocity than this be desired, then V 
must be taken as less than half BC, that is, less than half the 
resolute of a- in the direction of rotation. The corresponding 
value of (Ti will then be given by 

o-,2 = o-2 + (2V)2-2o-. 2V.C0S a ; 
and the efficiency by 



(Ta 0*1 



4vr VI 



as will be seen by considering the triangle of velocities of 
fig. 46. For maximum efficiency, obviously, the lost velocity 
(Ti should be as small as possible. This can be reduced by 
making the discharge angles of the wheel vanes as small as 
possible. Thus it DE in fig. 46 represent the relative 
velocity of the escaping steam to the wheel vanes, and the 



^'^--^ 




Fig. 46. 



angle CDE the direction of the discharge edge of a vane, 
then FE represents the absolute velocity of the discharged 
steam, that is, o-i ; and evidently the length of FE can be 
reduced for a given peripheral velocity FD, and steam 
velocity DE, by reducing the angle CDE. In practice this 
angle cannot, however, be made much less than 20"*, in order 
that the steam on leaving the rotating vanes may have a 
clear exit and not strike the back of succeeding vanes, 
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and frequently the angle CDE is made about equal to the 
vane inlet angle ADC. Having decided on this angle from 
practical considerations, it is at once seen the least value of 
(Ti possible is CE, in which case, for maximum efficiency for 
a single wheel of rotating vanes, the peripheral vane speed 
would have to be CD, as already explained. 

In some turbines, as Parsons' axial reaction turbines, a 
further consideration afifecting the choice of peripheral vane 
velocity is the amount of steam leakage allowable through 
the clearance spaces at the tips of the vanes. 

The construction adopted in the Parsons* machines is shown 
in fig. 47, and, in order that steam leakage losses should not 
be excessive, the clearance distance c should not be greater 
than 3 per cent, to 4 per cent, of the height A of the blades. 
On the other hand, the distance c must be from '02 in. 

1 ft. diameter turbines to 
in 10 ft. turbines, for 



Cssiug Yfith ffxea guide mi^cs 



'M^'^^lI 



Fig. 



_] 



47. 



m 

•1 in. 

mechanical reasons, to allow 
for wear. Hence the mini- 
mum blade height cannot be 
much less than 3 per cent, of 
the mean turbine diameter, 
from which it follows that in 
order that the steam areas 
should not be too great in 
the first wheels, the diameters of these wheels, and hence 
their peripheral velocities, must be kept small. 

In multiple-stage turbines, especially reaction ones, the 
pressure drop and corresponding steam velocity through any 
particular wheel can be what we please, but the choice of 
steam velocities should be governed by the desire to obtain 
minimum frictional losses. Frictional losses increase with 
the length of the vanes and with the square of the steam 
velocity. Hence if o- be too large in any one wheel, the loss 
by friction due to it will be large, though the turbine will 
then only consist of a few wheels. On the other hand, if a- 
be small, this loss will be small ; but owing to the greater 
number of wheels then necessary, the path of the steam will 
be long, and frictional losses may be considerable for this 
reason. 

In practice a mean has to be taken, which appears to be 
given when the peripheral speed (V) is from '5 to -3 times 
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rotating 



the steam velocity (a-) in the case of reaction turbines, and 
about '36 in the case of impulse turbines. 

§ 52. The Single-stage Impulse Turbine. — The De 
Laval turbine is representative of this type. It is an axial 
turbine, and the steam impinges on a single ring of rotating 
vanes from steam nozzles placed at an angle of about 20° 
with the plane of the wheel. These steam nozzles are 
designed with expanding exits, as shown in fig. 48, so that 
the original pressure of the steam falls to the final pressure 
in the nozzle itself before the steam strikes 
vanes. Thus no change of steam pres- 
sure occurs in the vanes of the turbine 
wheel, but only a change of velocity. 
The steam nozzles are placed symmet- 
rically round the circumference of the 
rotating wheel, and any number of 
nozzles may be used according to the 
power required. Owing to the high 
steam velocity the peripheral velocity 
of the turbine wheel is also very great, 
and these turbine wheels run at from 
30,000 to 15,000 revolutions per minute, 
with powers varying from 5 to 300 
horse-power. In order practically to 
make use of this high speed, the 
turbine shafts are geared down in ^ 
10-to-l ratio by helical gearing to a 
low-speed shaft. 

Let <r be the velocity of steam dis- 
charge through the steam nozzles when friction is neglected. 
Then owing to friction in the expanding portion of the 
nozzle, the actual velocity (o-q) with which the steam strikes 
the rotating wheel is given by 

(ro = c. cr, 

where c is about '85 to '95, a- being known when the initial 
and final steam pressures in the nozzles are decided. 

The peripheral velocity (V) of the turbine wheel is decided 
from strength considerations. The relative velocity (vq) of 
the steam to the wheel can then at once be found by means 
of fig. 49, since o-q makes an angle of approximately 20° with 
the plane of the wheel. The direction of the leading edges 




Fig. 48. — De Laval Nozzle 
and Wheel. 
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of the wheel vanes is also determined by the figure. Let 
this direction make an angle a^ with the wheel. The relative 
^ velocity with which the 

^ steam leaves the wheel 

will not be Vq but v^, 
owing to friction of the 
blades, where 

and K varies from '75 
to -85. 

The angle with which 
the steam leaves the 
blades may have any 
value ; but it is usual to 
make it the same as 
that of the inlet steam, 
but in the opposite 
direction. Hence v^ in 
fig. 49 must be set off equal to '75vq (say), and at an angle 
Oi as shown. Combining this with the velocity V of the 
wheel, gives the absolute velocity of steam discharge a-^ 
The angle qj is about 30° in De Laval turbines. The loss of 

work by friction in the nozzle per lb. of steam is (1 — c^)— - ^ 

while the loss in the blade channels is (1— K^).^. 

Hence the " indicated " work per lb. of steam is 

U = — -(1-K2)^-^; 

and the " indicated " horse-power will then be given by 

WxU 



Fig. 49. 



H.P. = - 



650 



where W is the weight of steam passing through the turbine 
vanes per second. 

The eflBciency of the turbine will be given by 

Vx2g 
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In designing a turbine to give a certain horse-power, U 
must be found as just explained, and then W can be calculated. 
The number of steam nozzles necessary to discharge this 
weight of steam per second can then be decided on by the 
rules for the discharge of steam through orifices. The only 
remaining point is the amount of divergence necessary in the 
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steam nozzles to give the proper degree of expansion to the 
steam before it strikes the rotating wheel. The ratio of the 
discharge area of such nozzles to the smallest sectional area 
of the nozzles for a given drop of pressure has been calculated 
by Zeuner, and is shown by the curve of fig. 50. The nozzle 
can be made very short up to its smallest cross-section, but 
after that it must diverge slowly to the final outlet area or 
the steam may separate from the wall of the nozzle. In 
practice, the angle of cone is about 10°, 
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§ 53. The Single-stage Reaction Turbine.— Eeaction 
turbines are usually of the multiple-stage type, but the 
principle of their design will be more easily understood if we 
at first confine our attention to the reaction turbine of one 
stage only. 

Keaction turbines usually have full peripheral steam 
admission — that is to say, steam is admitted through suitable 
guide vanes uniformly all round the rotating wheels, and not 
through a limited number of steam nozzles as in the case 
of the De Laval and other types of impulse turbines. This 
method is adopted because the steam entrance area for 
reaction turbines must be far larger than for impulse ones 
using the same weight of steam, as the velocity of the steam 
entrance is much less. That the velocity of the steam 
on entering the wheel must be less will be evident when we 
consider that in the impulse turbine the whole fall of pressure 
that produces the steam velocity occurs in a single ring of 
nozzles, while in the reaction turbine the steam falls in 
pressure gradually throughout the whole turbine and only 
a small drop occurs at each stage. 

In a single-stage reaction turbine with a given initial 
steam pressure jp and a final pressure jp^, there will exist in 
the clearance space between the vanes of the guide and 
rotating wheels an intermediate pressure P(j. The fall of 
pressure to 'p^ may, theoretically, have any value we choose ; 
but in practice it must be chosen to give the required peri- 
pheral velocity of the turbine wheel with minimum leakage 
losses. Eef erring to the curve of fig. 50, we see also that if 
the area between the turbine blades is to be constant, the 
pressure ratio between 'p and y^, and p^ and p^, must not be 
greater than about 1*7. If a greater ratio than this be used, 
the area between the exit edges of the blades must be greater 
than between the inlet edges, which is not usually convenient. 
In a single-stage turbine this pressure ratio cannot in general 
be adopted for hoik guide and wheel vanes, as in a single stage 
we cannot thus reach the final given pressure ; but with a 
number of guide and rotating wheels, as in multiple-stage 
turbines, this can readily be arranged. In actual practice 
the pressure drop per ring of vanes is far less than the above 
limit, and the exit areas of the blades are made les8 than the 
inlet areas. In Parsons' turbines it is stated that the 
pressure drop per stage is only about 2 lbs. per sq. in. 
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Taking p^ as the pressure in the clearance space between the 
guide and wheel vanes, let o-q be the velocity of the steam at 
this point. Then for a given initial steam pressure p, 



'4-.^HHm' 



since the velocity a- where the pressure is ^ is small, and 
therefore negligible compared to o-q. The outlet angle (a) of 
the guide vanes and the peripheral velocity (V) of the 
turbine wheel are settled by the considerations given in 
§ 51. Set off a-Q and V at the proper angle (a), as shown in 



Guide wheel 



wheel 




Fig. 51. 



fig. 51; then the line AD gives the relative velocity {v^ 
with which the steam enters the wheel vanes, and also the 
direction of their inlet edges — a^ say. 

In the wheel the pressure drops from 'p^ to ^j, and the 
velocity of the steam increases to v^ where v^ is given by 



«?/- 



^'=„4i..«.{'-©"}' 



2y 

where u^ is the volume per lb. of steam at the pressure p^. 

As already seen, the exit angle of the rotating vanes is 
made as small as possible and generally equal to a. Setting 
off Vj as thus calculated in fig. 51,, aud combimng it with V^ 
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we get the absolute velocity of discharge o-j as shown. The 
lost work, supposing the turbine frictionless, will then be 

29' 

Hence the theoretically useful work done in the turbine 

2g +2^ 2g' 
and the theoretical horse-power developed will be given by 

WU 



H.P.= 



550 ' 



where W is the weight of steam passing through the turbine 
vanes per second. 

The efficiency of the turbine will be 

_ U ^ U 

2^+ 2g ^2g 

ITie ratio of the work done in the turbine wheel due to 
the fall of pressure in the wheel itself, to the total energy in 
the steam on entrance to the wheel, is sometimes called the 
" reaction degree." Thus — 





Thfi rftaption dficrrftft — 


v-v 




<ro' 


'+V-V 


If the reaction degree be one-half, 






«ro^=V-V; 




d then 







With a given value of o-q, the minimum value of o-j is 
when the absolute velocity of discharge is normal to the 
turbine wheel, when, evidently, as seen from fig. 51, 

= 2(ro^— 2<roVcosa. 
Therefore the maximum efficiency is given by 



^Toa.% 



2(rflV cos a V cos a 



— '^'^0 



2<ro* 
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If the eflBciency be unity, then V cos a = 0-0, which, when 
a = 0, gives 

V = (ro. 

Hence with the same initial steam velocity a reaction 

turbine, under the above conditions, will have a peripheral 

vane speed twice that of an impulse turbine ; for, as has 

already been seen for maximum efficiency with the latter 

With a known steam velocity o-q at the exit of the guide 
vanes, the area A through the vanes can be at once obtained 
when the power of the turbine is decided, for then the 




Fig. 52. 



weight of steam W passing through the vanes per second is 
approximately known. Evidently, from fig. 52, the normal 
area A through the guide vanes is given by 

d 



A = 7rD/sinaX 



d + t 



where D is the mean diameter, and I the radial length of 
the blades, and d and t are as shown in the figure. Also, 

W = ^-<^ 

where u^ is the specific volume of 1 lb. of steam at the 
pressure p^. Hence A can be obtained which gives d, 
when D and I are decided from considerations of the 
peripheral vane speed permissible. 

Similarly, for the rotating wheel vanes — 

Aj = 7rDisinao-7-T7; and A2 = ttD/ sin ao X ^-^ ; 
and w=^«=^^ 
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where u^ is the volume per lb. of steam at the final pressure 
p^ in the wheel vanes, and A^ and A^ are the areas at 
entrance and exit through the vanes. 

§ 54. Comparison of Peripheral Speeds of Single- 
stage Impulse and Reaction Turbines. — Consider two 
single-stage turbines, one an impulse one and the other a 
reaction one, and suppose they develop the same power U 
per lb. of steam. Let o- be the initial absolute velocity with 
which steam enters the wheel of the impulse turbine, and cq 
the entrance velocity to the reaction turbine. Then, as has 
been already seen, for the impulse turbine 

U =^'- 

while for the reaction turbine 

U =?^ 

if the reaction degree be one-half. 
Hence for the same power — 

From this it follows that if V be the maximum peripheral 
speed of the impulse turbine, and V^ that of the reaction 
turbine — 

^ cos 2a' 

for V= ^ ^ ^ , and Vo = -^ for maximum efficiency. 
2 ^ cos a "^ 

In the limiting case of a = 0, we get 

which means that the vanes of such a reaction turbine 
must run at about 1*4 times the speed of the vanes of an 
impulse turbine for the same power produced by both. 

If friction be taken into account, this value will be altered ; 
but in any case it must be observed that the vanes of a 
gingle-stage reaction turbine must run at a far higher speed 
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than the vanes of a single-stage impulse turbine for the 
same power. 

§ 55. Multiple-stage Impulse Turbines. — The object 
of multiple-stage turbines is to obtain a low peripheral speed 
of turbine wheel and yet entirely use all the available energy 
of the steam passing through the turbine. This object may 
be attained in several ways with multiple -stage impulse 
turbines — viz. : (1) the steam pressure may fall to its final 
pressure in a single ring of guide nozzles, and the large 
steam velocity so produced may be gradually reduced by 
passing the steam through a number of successive guide and 
rotating wheels ; or (2) only a small drop of pressure may 
be allowed in the first ring of nozzles and the corresponding 
steam velocity utilised in a single rotating wheel, the steam 
then being allowed to further fall in pressure in a second 
ring of guides and the velocity due to this second drop used 
in the next rotating wheel, and so on; or (3) a combination 
of the above two types, in which a moderate pressure drop 
is followed by several purely velocity stages, and then a 
further pressure drop is followed by several more velocity 
stages, until the final pressure is reached. Turbines of these 
types have been designed by Eeidler-Stumpf , Curtis, etc. 

Let us consider first the type in which a single pressure 
stage only is used, the peripheral velocity of the turbine 
being reduced by making the steam flow at constant pressure 
through a series of fixed and rotating vanes. 

The velocities of the steam at the entrance and exit of 
each wheel of vanes will be given for an axial turbine by 
fig. 53, which shows two guide and two rotating rings. It is 
at once seen how the original absolute steam velocity cq is 
reduced to a low value o-. The exit angles of the fixed 
guide blades is kept as small as possible— irom 20° to 30° — 
and usually the inlet angles of the rotating vanes are made 
the same as their exit angles. The final absolute steam 
velocity a- will be given by the fact that <r cos a must not be 
less than V, the peripheral vane velocity, and in practice it 
should be more than this. If friction be taken into account, 
the steam velocity through each set of vanes will decrease 
more quickly still, and the number of wheels necessary to 
bring the steam velocity to the final velocity permissible 
will be obtained from fig. 54. This diagram has been drawn 
ou the assumption that the exit angle from every set of 
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guide blades is the same, so that the steam impinges on each 
rotating wheel at the same angle; and friction has been 
taken into account by decreasing the steam velocity by a 
constant proportion (c = -8) between each set of vanes. With 
the given initial steam velocity o-q and speed V, it is obvious 
from the diagram that such an impulse turbine would require 
three stages to reduce the steam velocity to its final amount, 
the number of stages in any other case depending on o-q, on 
the peripheral wheel speed (V) desired, and on the frictional 
loss in each set of vanes. 



Gufdc nozzle /. 



Rotating wheel I. 



Guide wheel 2. 




Rotating wheel 2. 



Hence in any actual case, by drawing such a velocity 
diagram the theoretical number of rotating and fixed wheels 
can be determined. It is generally convenient to draw the 
diagram in the more compact form shown in fig. 55. This 
has been drawn to the same scale as fig. 54, and by comparing 
the two figures it will be seen the resulting velocities and 
angles are identical whichever method is adopted. 

Now let us consider the second type of impulse turbine, in 
which a single pressure stage is followed by a single velocity 
stage, then another pressure stage by another velocity 
stage, and so on. In such turbines the fall of pressure in 
any single ring of guide vanes will be small, and hence the 
velocity with which the steam enters any particular ring of 



STEAM TURBINES. 



117 



rotating vanes will also be small. The result is that a much 
less peripheral speed of turbine wheel can be adopted than 
with an impulse turbine of the single-stage type. 




Rotating 
Wheel i: 



Rotating Wheel 2 



Rotating Wheel 3. 



Fig. 64. 



The drop in pressure in any particular set of guide vanes 
may be arbitrarily chosen, but from a theoretical point of 




Fig. 66. 



view it will be advisable to choose the pressure drops so that 
each wheel of rotating vanes may perform an equal amount 
of work. 
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If the whole pressure drop occur in one stage, we have 
already seen (§ 51) that the theoretical work available is 
given by 2 

where a- is the velocity of the steam due to the total fall in 
pressure. 

If our turbine consists of s rotating wheels, each doing the 
same amount of work, then the work done (XT') in any one 
wheel is rr 2 

s 2gs 

Hence the velocity o-q with which the steam will enter the 
first rotating wheel must be 

from which it is evident that, for a given initial steam 
pressure, the initial steam velocity must be inversely pro- 
portional to the square root of the number of stages of the 
turbine. 

It at once follows from this that for maximum efficiency 
the peripheral wheel speed V, of such a turbine with s stages, 
must be given by xr 

where V is the speed of a single-stage impulse turbine in 

which the initial steam velocity is a-. 

The velocity (o-^) of steam exit from the first rotating 

wheel can be found by the velocity diagram as seen in fig. 49, 

when V is known. The steam passes on to the next guide 

wheel with this velocity o-i, and in the guide wheel o-^ will 

increase to o-g owing to the further drop in pressure occurring 

in these vanes. 22 tt 

Hence ^^ 7^^ =U^=-, 

2g s 

since the power to be developed in the next wheel of the 
turbine is to be the same as that developed in the first wheel. 
Therefore 



<^2=V^i'+2(7-' 
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This gives the velocity o-g of steam entrance to the next 
ring of rotating vanes; and by combining this with V we 
get the vane angles of the next ring of vanes, and the 
absolute velocity of the steam discharge (0-3) from the vanes. 
Proceeding in this way we can get the vane angles and 
steam velocities for the whole $ wheels of the turbine. 

To find the cross-sectional steam areas through the various 
turbine wheels we must draw a theoretical expansion diagram 
between the given limits of pressure, as shown in fig. 56, 
to represent the total work U's that the turbine is required 
to develop, and then p 
divide it up into s Jf^.^.^i rr^^^ure 
equal areas by lines 
of constant pressure 
as shown, s being 
decided by the peri- 
pheral wheel speed 
desired. The hori- 
zontal division lines f^t 
will then give the 
required drop of 
pressure in each 
ring of guide vanes, 
and from these pres- 
sures the specific 
steam volumes can Fig. 66. 

be obtained that are 

necessary for the calculation of the cross-sectional areas of 
the various wheels by the method explained in § 53. 

The third type of impulse turbine need not be discussed, 
as it simply consists of a combination of the two types just 
described, and therefore the same principles apply. 

§ 56. Multiple - stage RearCtion Turbines. — The 
principle of the action of these turbines is identical with 
that of the single-stage reaction type, and they may in fact 
simply be considered as a number of single-stage reaction 
turbines attached to the same shaft. The difference between 
the two types is, that in the single-stage turbines the total 
steam pressure drop between the boiler and the condenser 
occurs in a single pair of guide and rotating wheels, while in 
the multiple type the total pressure drop is divided amongst 
a number of wheels, with the result that the fall of pressure 
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in any one wheel is much reduced and the steam and 
peripheral velocities correspondingly decreased. 

Turbines of this type have been designed by Eateau, 
Parsons, Schulz, and others. 

The practical design of such turbines depends largely on 
experiment, as it is found that mechanical considerations, 
such as the clearance between the vanes and casings of the 
turbines, etc., complicate the problem in a manner that 
cannot be allowed for by theory alone. For instance, in 
axial-flow reaction turbines of the Parsons' type it is found 
by experiment that the consumption of steam for a turbine of 
a given power appears to be almost independent of the initial 
pressure of the steam supplied to the turbine ; while on the 
other hand, small decreases of vacuum on the low-pressure side 
of such a turbine have a very marked effect in increasing its 
efficiency, a result that could not be predicted from theory only. 

Multiple-stage reaction turbines are built only with full 
peripheral steam admission. 

For a turbine of a given power the weight of steam (W) 
passing through the turbine per second is approximately 
known by experience ; and when the condenser pressure (p«) 
is decided, the volume of steam passing through the last ring 
of vanes can be at once determined, and from this the cross- 
sectional steam area through the last wheel, since the final 
velocity of the steam (o-, say) must be sufficient to get the given 
weight of steam through the turbine — and, from practical con- 
siderations, it cannot be much less than 100 feet a second. 

If p be the initial boiler pressure, the total work (U) 
available per lb. of steam supplied to the turbine is given by 



^'^A'-m 



Hence the maximum theoretical work that can be done in 
the turbine per lb. of steam is 

The peripheral speed (V) of the turbine wheels must be 
decided on by the work that the turbine is desired to 
perform. When this is settled, the initial steam velocity 
0-0 in the first ring of vanes is obtained from the considera- 
tions of maximum efficiency given in § 53, and from this the 
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fall in steam pressure in the first ring of vanes to give this 
velocity can be at once deduced. Assuming this fall of 
pressure constant throughout every wheel of the turbine, 
and knowing V, the steam velocities through any guide or 
rotating wheel, and the vane angles for any wheel, can be 
obtained graphically, identically as explained for the single- 
stage reaction turbine. 

If the pressure drop be arranged to make the work done in 
each stage constant^ then the work done in any pair of guide 
and rotating wheels will be the same as that done in the 
first pair, and will be given by 

where the symbols have the same meaning as before. 
Hence if s be the number of stages in the whole turbine, 

..u.=u-|*, 

which gives s when Uj and U are known. On either 
assumption the steam pressures at the commencement of 
every stage can be found when U, V, and <tq are decided ; 
and so the specific steam volumes and cross-sectional areas 
through the turbine wheels can be obtained at any point, by 
the use of a diagram similar to that drawn for the multiple- 
stage impulse turbine in fig. 56. 

Friction can be approximately taken into account as with 
the impulse turbine. 

In reaction turbines of considerable power the number of 
stages becomes very large, and the steam area through the 
lower pressure wheels becomes also very great. If the 
peripheral speed V be kept constant for all the wheels on 
the same shaft, this necessitates either very large turbine 
blades, or else unduly large spacing of the blades in the final 
stages. As this is objectionable for practical reasons, it is 
usual in such turbines to increase the diameter of the wheels 
after a suitable number of stages. This increases the value 
of V, but permits of the required increase of steam area 
while keeping a reasonable length of blade. 

A section through such a turbine is shown in fig. 57. 
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EXAMPLES. 
CHAPTER L 

1. Find the external work done during adiabatic expansion in 
terms of the initial and final temperatures of the expansion. 

Ans. K,(Ti-T2). 

2. Find the store of energy in a reservoir of 5 cub. ft. capacity 
when air is stored in it at 70 atmospheres pressure : (a) when the 
index of the expansion law is given by «= 1, and (b) when n = 1*4. 

A718, (a) 1080 foot-tons ; (b) 487 foot-tons. 

3. Find the absolute zero of temperature from the following 
data: under a pressure of 2116*4 lbs. per sq. ft. and at 32' F. 
the volume of 1 lb. of air is 12387 cub. ft., while at 104' F. it is 
14-2 cub. ft. Ans. -46rF. 

4. 1 lb. of air at 32' F. has its volume doubled at constant 
pressure. What is its final temperature, and how much external 
work is done during the expansion, and how much heat must be 
supplied 1 Ans, 525'' F. ; U = 26,200 foot-lbs. ; Q = 117 B.T.U. 

5. Dry steam at 15 lbs. absolute pressure per sq. in. is super- 
heated till its temperature is 250° F., when it is assumed to be a 
perfect gas. In what proportion will its volume increase if the 
pressure remain constant ? Ans, 1 '076. 

6. If 1 lb. of air does 390*6 foot-lbs. of work without receiving 
or rejecting any heat, what will be its fall in temperature 1 

Ans. y F. 
128 
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7. The temperature of 1 lb. of air is observed to fall from 
540** F. to 290** F. while it expands adiabatically to double its 
volume, doing 32,600 foot-lbs. of work in the process. Find the 
values of the specific heats of the air at constant pressure and 
constant volume. Ans, Kp= -2375 T.U. ; K^= -1685 T.U. 



CHAPTER II. 

8. Compare the efl&ciencies of: (a) a Stirling engine with 
perfect regenerator in which the maximum pressure is 115 lbs. 
per sq. in. absolute and minimum pressure 15 lbs. absolute, and 
limits of temperature 600** F. and 70° F. ; and (6) a perfectly 
reversible steam-engine working between the same limits of 
pressure. If the piston speed and stroke be the same in both 
engines, compare the areas of the pistons for equal power. 

Am. 50 %; 15 7 %; Area of Stirling cyUnder ^^.^y 
Area of steam-engme cy under 

9. If air expand according to the law PV*^ = constant, what 
fraction of the heat expended during the expansion is turned into 
work? Am, -5. 

10. Compare and tabulate the performances of : (a) a perfect 
heat-engine, {!)) a Stirling's air-e!igine, and (c) an Ericcson's air- 
engine working between limits of temperature of 650** F. and 
150** F., assuming the lowest pressure is 14*7 lbs. per sq. in. and 
the ratio of isothermal expansion is 2 in each case, and the 
Stirling and Ericcson's engines are fitted with regenerators having 
an efficiency of '9. Find the work done per lb. of air, the volume 
swept through per H.P. per minute, and the efficiency, for each 
engine. 

Work done. Vol. per H.P. min. 97. 

Ans. (a) 18,437 foot-lbs. 49 cub. ft. -45 

{h) 18,437 „ 27-3 „ -38 

(c) 18,437 „ 72-5 „ -367 

11. If a perfect air-engine work between limits of temperature 
of 60° F. and 500** F., find its efficiency and the ratio of the 
adiabatic expansion. Ans, '457; 4*47. 

12. Air at 60** F. is compressed from 14*7 lbs. to 1000 lbs. per 
sq. in. absolute pressure, according to the law PV^"^ = constant. 
It is then cooled at constant volume to 60** F., and then allowed 
to expand according to the same law to its original pressure. 
Find the work done on the air per lb. in passing it through this 
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cycle of operations, and the number of lbs. of air dealt with per 
min. by a 30 H.P. pump. Ans. 68,100 lbs. ft. ; 14*5 lbs. 

13. A heat-engine receives 1000 thermal units at a temperature 
of 300** F., and 500 units uniformly as the temperature falls from 
300" F. to 200" F. The engine rejects all its heat at 125° F. 
Find the maximum possible efficiency; and if the source of heat be 
at 500** F., what is the loss of heat due to not using the whole 
available energy? Ans. -21 ; Loss = 265*2 T.U. 



CHAPTER III, 

14. Calculate the diagram efficiency of a gas-engine using the 
Otto cycle : (1) when the compression pressure is 45 lbs. by gauge, 
and (2) when it is 75 lbs. by gauge, per sq. in., assuming the 
mixture is drawn in at 15 lbs. absolute per sq. in. in each case, 
and the expansion and compression are adiabatic. 

Ans. (l)-345; (2) '415. 

15. Assuming 1 cub. ft. of gas requires 7 cub. ft. of air for its 
complete combustion, and 1 lb. of the gas occupies 30 cub. ft. 
at atmospheric pressure and at 59° F., find the pressure and 
temperature produced by the combustion of 1 lb. of the gas at 
constant volume, having given that the combustion produces 
19,500 thermal units per lb. of gas, and that the initial tempera- 
ture of the gas and air is 59** F. Assume Kj,= '248 and K^ = *175 
for the burnt gases. Aiis, 195 lbs. per sq. in. abs. ; 6559° F. 

16. In three Otto gas-engines the compression spaces are '6, *4, 
and '34 of the stroke volume respectively. If the actual efficiencies 
of the engines are 17, '21, and '25, find how much of the heat 
expenditure is shown in the indicator diagrams, and how much 
is added after ignition. 

(1) (2) (3) 
Ans. Heat developed on ignition -512 -525 '584 I of the total 
Heat added after ignition '488 '475 '416 j calorific value. 

17. An Otto cycle gas-engine of 35 I. H.P. has a gas consump- 
tion of 14*7 cub. ft. per I. H.P. per hour. If the maximum 
pressure developed in the engine cylinder be 220 lbs. per sq. in. 
absolute, the compression pressure 75 lbs. absolute, and the suction 
pressure 14*7 lbs. absolute, find its efficiency from the indicator 
diagram, and also its actual efficiency, the calorific value of the gas 
being 19,500 T.U. per lb., and 1 lb. of the gas occupying 30 cub. 
ft. at atmospheric pressure. Ans, '377 ; '269. 
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18. If a cubic foot of gas having a calorific value of 19,500 
T.U. per lb. be mixed with 12 cub. ft. of air at 59' F. and 14-7 
lbs. pressure per sq. in. absolute, and if 1 lb. of the gas occupies 
30 cub. ft. at this pressure, find the temperature and pressure 
produced by perfect combustion on ignition at constant volume. 
If the pressure actually reached be 105 lbs. absolute, find the 
temperature attained and the proportion of gas burnt on ignition. 

Ans, 3959" F. ; 125 lbs. per sq. in. ; 3259° F. ; 82 %. 

19. What percentage of steam evaporated in a boiler is 
required to inject oil through burners supplying oil fuel to the 
boiler furnace if the pressure in the boiler be 1 50 lbs. per sq. in. by 
gauge, the temperature of the feed water be 60** F., and 1 lb. 
of the oil requires *7 lbs. of steam to spray it into the furnace 1 
Assume the calorific value of the oil to be 18,500 T.U. per lb., 
and that 1 lb. of the oil can evaporate 14 lbs. of boiler water 
from and at 212° F. Am. 6 06 per cent. 

20. Neglecting all losses, find the horse-power of an oil-pump 
to supply oil to the burners of six boilers at 300 lbs. per sq. 
in. by gauge — the boilers evaporating 9000 lbs. of water per 
hour at 300 lbs. gauge pressure from a feed water temperature of 
100° F., 1 lb. of the oil being capable of evaporating 15*5 lbs. of 
water in the boilers from and at 212° F. Ans, '24. 



CHAPTER IV. 

21. By means of a reversed perfect heat-engine ice at 32° F. 
is to be made from water at 67° F., the temperature of the brine or 
freezing mixture being 19° F, How many lbs. of ice at 32° F. can 
be made per H.P. per hour, taking the latent heat of ice as 144 
thermal units ? Ans, 143 lbs. 

22. Find the least horse-power of a reversed perfect heat- 
engine that will make 800 lbs. of ice per hour at 27° F., from 
water at 70° F. Specific heat of ice = -5. Ajis. 508 H.P. 

23. If the compression pressure of a reversed Joule's heat- 
engine be 45 lbs. absolute per sq. in., and the suction pressure be 
15 lbs. absolute, find the lowest temperature produced in the 
engine, the air being cooled at the highest temperature by 
circulating water at the temperature of the atmosphere, which 
is90°F. Ans. -61° F. 

24. In a Joule's-cycle refrigerator with a perfect interchanger, 
the lowest temperature produced is 367' absolute, and the 
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temperatures of the cooling water and air suction are both 90** F. 
Find the coefficient of performance, and the number of lbs. of 
ice that can be made per H.P. per hour. Ans. 2*07 ; 36 lbs. 

25. A reversed perfect heat-engine is used to warm the air in a 
room from 32' F. to 90° F. How many cub. ft. of warm air can 
be supplied by the engine per H.P. per minute 1 Ans, 405. 

26. An engine A working a reversed heat-engine B is employed 
for warming the air in a room, the actual thermal eflficiency of A 
being ^. B takes in heat at 32° F. and rejects it at 77° F., its 
relative performance compared to a perfectly reversible engine 
being -6. Assuming 15 per cent, of the energy of A is lost in 
friction^ and supposing the heat available to warm the room 
consists of all the heat rejected by B and f that rejected by A, 
find the ratio of this quantity to the heat supplied to A. 

Ans. 1-356. 



CHAPTER V. 

27. In an example of air-power transmission the maximum 
pressure in the compressor was 7 atmospheres, and in the air- 
motor 6*5 atmospheres per sq. in. absolute. Assuming the 
compression and expansion adiabatic, find the efficiency of the 
combination of compressor and motor. Ans. '55. 

28. In the last question if the initial air temperature be 
60° F., find the final temperature in the motor: (1) supposing 
no drop in pressure between the pump and motor; (2) with a 
drop of pressure of '5 atmospheres. 

Ans. (!) -.164°F.; (2) - 157° F. 

29. If Vg cub. ft. of air have to be discharged from an air- 
compressor at pressure ^g ^^^ atmospheric temperature, and if 

the clearance volume of the cylinder be — that of the effective 

m 

piston displacement, show that the volume of the cylinder must be 

where r is the number of revolutions per minute of the compressor, 
and p^ is the atmospheric pressure, the law of expansion and 
compression being ^V* = constant. 

30. A pump of 1 foot stroke and pump-barrel 2 in. in diameter 
is used to force air into a reservoir of I cub, ft. volume. Find 
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the pressure in the reservoir after 50 strokes with the pump, and 
also the work done in pumping: (1) if the compression be iso- 
thermal ; (2) if adiabatic. 

Ans, (1) 30-7 lbs. (2) 41-6 lbs. 

950 foot-lbs. 1540 foot-lbs. 

31. A chamber of 100 cub. ft. capacity is exhausted by a pump 
to 3^ of an atmosphere. Find the least net work that must be 
done in pumping, assuming isothermal expansion of the air. 

Ans. 142,000 foot-lbs. 

32. Find the work done per lb. of air in a single-stage air- 
compressor in compressing air from 1 to 7 atmospheres and 
discharging it at the higher pressure, the initial temperature of 
the air being 59' F. and the law of compression pY^"^ = constant. 
If the compression b6 carried out in two stages, what saving in 
work will result? Ans, 63,400 foot-lbs. 

58,400 foot-lbs., saving 7*9 per cent. 



CHAPTER VI. 

33. 1 lb. of dry steam is contained in a cylinder, the pressure 
being 60*4 lbs. per sq. in. absolute. It is condensed at constant 
volume until the pressure falls to 3*5 lbs. absolute. Assuming 
the dryness fraction at the lower pressure is '0686, find the heat 
rejected during condensation. Ans, 921 B.T.U. 

34. In a condensing steam-engine cylinder the pressure at 
release is 8 lbs. per sq. in. absolute, the dryness fraction being '8. 
The back pressure is 3 5 lbs. absolute, and the condenser 
temperature 100* F. Find the heat rejected to the condenser 
per lb. of steam. Ans, 836.5 B.T.U. 

35. 1 lb. of water at 32° F. is contained in a closed vessel of 
150 times its volume. Heat is supplied to the vessel until all the 
water is just evaporated. Find the pressure of steam produced, 
and the amount of heat supplied : (1) when the chamber is 
initially empty except for the water; (2) when the vessel is full 
of air above the water, and this air is expelled. 

Ans, 187 lbs, per sq. in.; (1) 1110 B.T.U.; (2) 1116-5 B.T.U. 

36. A boiler contains 500 gallons of water at a temperature of 
60** F. Find approximately how much coal must be expended in 
raising steam to 60 lbs. absolute pressure, the heat given to the 
boiler being 10,000 B.T.U. per lb. of coal. Ans, 116 lbs. 
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37. Dry steam at 100 lbs. absolute pressure per sq. in. expands 
adiabatically to 40 lbs. absolute. Find the dryness fraction at 
the lower pressure. Ana. '95. 

38. In a jacketed steam-engine developing 645 I.H.P. the 
cylinder feed was 136*5 lbs. per minute, and the steam supplied 
to the jackets 6*2 lbs. per minute. The temperature of the steam 
supply to the cylinder and jackets was 373° F., and the feed 
water temperature was 90* F. Assuming all the jacket water 
returned to the feed tank, find the heat supplied to the engine 
cylinder by the jackets per H.P. per minute, and the thermal 
efficiency of the engine. Ans. 249 B.T.U. ; 17. 



CHAPTER VII. 

39. 10 lbs. of air at 1500 lbs. pressure per sq. in. absolute and 
at 59' F. escapes from a reservoir of constant volume into the 
atmosphere. Assuming no heat is received from the surrounding 
air, find the temperature of the air when it has reached 
atmospheric pressure. Ans, - 90° F. 

40. Air is being discharged into a boiler furnace from an air- 
compressing pump at a constant pressure of 25 lbs. per sq. in. 
absolute. Find the energy wasted by the free expansion of the 
air, assuming atmospheric pressure and temperature on the low- 
pressure side of the air nozzles. 

Ana, 16,600 foot-lbs. per lb. of air. 

41. Dry steam at 100 lbs. absolute pressure per sq. in. ex- 
pands adiabatically to 50 lbs. absolute, and then is released into a 
receiver in which the back pressure is 2 lbs. absolute. Find the 
dryness fractions of the steam at release and in the receiver, 
assuming the law of expansion is pt;^*^^= constant. 

Ana. -96; -94. 

42. Dry steam at 300 lbs. absolute per sq. in. is generated in 
a boiler, and is then passed through a reducing valve where the 
pressure is reduced to 250 lbs. absolute without loss of heat. 
Find the dryness fraction on the lower pressure side of the 
reducing valve, and, if the steam be superheated, the number of 
degrees of superheat. Ana, I'Ol ; 14° F. 

43. If steam initially dry and at 69*3 lbs. absolute pressure 
expand adiabatically to 14*7 lbs. absolute, deduce the value of n 
if the expansion law be j^V** = constant. Ana, 1*1 44. 

9 
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44. 1 lb. of dry steam at 100 lbs. absolute pressure is super- 
heated by being discharged through an orifice into a region of 
lower pressure, the temperature of the steam after discharge being 
300* F. If the steam be continuously supplied at the higher 
pressure, find the drop in pressure to produce this temperature of 
superheat. Ans. 68 lbs. 

W 

45. Find approximate values of — 2^ and <r.j for steam with an 

initial dryness fraction of '75 expanding hyperbolically during 
discharge through a simple orifice. 

Ans. 1- ; 1270 ft. a second. 
61 

46. A vessel containing dry steam at 315 lbs. absolute pressure 
discharges it into the atmosphere through an orifice 2 in. in dia- 
meter. Find the approximate weight of steam discharged per 
second, assuming the contracted area of the steam-jet to be '75 
times the area of the orifice. Ans, 10*6 lbs. 



CHAPTER VIIL 

47. Find the discharge in lbs. per hour of dry steam at 100 lbs. 
absolute pressure through a pipe of 6 in. diameter, when the 
pressure drop in the pipe is 1 lb. per sq. in. for each 1000 feet- 
length of the pipe. Ans. 5500 lbs. 

48. In a pipe 50 ft. long and 2 ft. diameter the drop in 
pressure is 1 lb. and the average pressure 100 lbs. per sq. in. 
Find the flow through the pipe in lbs. per minute. 

Ans. 15,500 lbs. 

49. 1000 lbs. of dry steam are to be delivered per minute 
through a pipe 1000 ft. long, with a drop of pressure in the pipe 
of 10 lbs. per sq. in. If the initial pressure of the steam be 160 lbs. 
absolute, find the diameter of the pipe required and the velocity of 
the flow. Ans. 8*8 in. ; 114 ft. per second. 

50. Dry steam at 105 lbs. absolute pressure per sq. in. expands 
until its pressure is 15 lbs. absolute, and is then found to be still 
dry. Find the heat that must have been received during the 
expansion per lb. of steam. Ans. 115 B.T.U. 

51. Steam at 74 lbs. absolute pressure containing 5 per cent, of 
moisture is expanded hyperbolically. Find the pressure at which 
the steam will just become dry, and the heat received during the 
expansion to this pressure. 

Ans. 35 lbs. per sq. in. absolute ; 90*3 B.T.U. per lb. 
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CHAPTER IX, 

62. Find the number of lbs. of water raised per lb. of steam 
through a total height of 100 ft. by an ejector 20 ft. above the 
suction tank, the steam pressure in the boiler being 45 lbs. by 
gauge per sq. in. and the steam dry, while the pressure in the 
orifice of the ejector is -6 of the boiler pressure. Find also the 
work done ; and if the total height of lift be halved, find the new 
work done and number of lbs. of water raised per lb. of steam. 
Am, (1) 11*9 lbs. ; 1270 foot-lbs. per lb. steam. 
(2) 16-2 lbs.; 840 foot-lbs. „ 

53. If an injector receiving boiler steam at 45 lbs. gauge 
pressure per sq. in. be required to deliver 1200 gallons of water 
per hour, find the theoretical diameters of the steam and water 
orifices of the injector, having given that, the temperature of the 
feed water is 180** F., the temperature of the supply reservoir 
water is 100" F., and the steam pressure at the steam orifice of 
the injector is '6 of the boiler pressure. 

Ans, Diameter of steam orifice = '63 ins. 
„ water „ = 327 ins. 

54. An injector feeding a boiler in which the steam pressure is 
100 lbs. by gauge delivers 16 lbs. of feed water for each lb. of dry 
steam supplied to it by the boiler. If the initial temperature of 
the feed supply be 40* F., what is its final temperature on leaving 
the injector? Ans, 109° F. 

55. A steam ejector is supplied with dry steam at a pressure of 
231 lbs. per sq. in. by gauge. The ejector discharges water from 
a tank at the rate of 46*8 tons an hour through a lift of 13 ft. 
The temperature of the tank water is 41° F., and that of the 
water discharged from the ejector 83° F. Estimate approximately 
the quantity of steam used per ton of water pumped from the 
tank, and the efficiency of the. ejector as a pump. 

Am, 81-75 lbs.: 0004. 
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76-74 


12-32 


-08115 


84 


257-52 


226-59 


933-89 


1160-48 


75-88 


11-98 


-08346 


85 


259-22 


228-32 


932-69 


1161-00 


76-01 


11-66 


-08577 


36 


260-88 


230-00 


931-61 


1161-51 


76 13 


11-86 


-08807 


37 


262-61 


331-65 


930-36 


1162-00 


76-26 


11-07 


-09036 


88 


264-09 


283-26 


929-23 


1162-49 


76-38 


10-79 


-09266 


89 


265-66 


234-84 


928-12 


1162-96 


76-49 


10-53 


-09496 


40 


267-17 


236-39 


927-04 


1163-48 


76-61 


10-28 


-09723 


41 


268-66 


237-90 


926-98 


1163-88 


76-72 


10-05 


-09951 


42 


270-12 


239-39 


924-94 


1164-33 


76-83 


9-83 


•10179 


43 


271-56 


240-86 


923-92 


1164-77 


76-93 


9-61 


•10407 


44 


272-97 


242-28 


922-92 


1166-19 


77-04 


9-40 


•10636 


45 


274-36 


243-68 


921-94 


1165-62 


77-14 


9-21 


-10862 


46 


275-70 


246-06 


920-97 


1166-03 


77-24 


9-02 


•11088 


47 


277-04 


246-42 


920-02 


1166-44 


77-38 


8-84 


-11316 


48 


278-35 


247-76 


919-08 


1166-84 


77-48 


8-67 


-11641 


49 


279-64 


249-06 


918-16 


1167-23 


77-62 


8-60 


-11767 


50 


280-90 


250-36 


917-26 


1167-62 


77-61 


8-34 


-11993 


61 


282-15 


261-62 


916-37 


1167-99 


77-69 


8-19 


-12218 


52 


288-38 


252-87 


915-49 


1168-37 


77-78 


804 


-12443 


68 


284-59 


25411 


914-68 


1168-74 


77-87 


7-89 


-12668 


54 


285-78 


255-32 


913-78 


1169-10 


77-95 


7-76 


•1-2893 


65 


286-95 


256-52 


912-94 


1169-46 


78 04 


7-62 


•13117 


66 


288-11 


257-69 


912-12 


1169-81 


78-12 


7-49 


-13341 


67 


289-25 


258-86 


911-30 


1170-16 


78-20 


7-87 


-13566 


68 


290-37 


260-00 


910-60 


1170-50 


78-27 


7-26 


-13789 


69 


291-48 


261-18 


909-71 


1170-84 


78-85 


7-14 


-14013 


60 


292-57 


262-26 


908-93 


1171-18 


78-42 


7-02 


-14236 


61 


293-66 


263-86 


908-16 


1171-61 


78-49 


6-92 


•14459 


62 


294-72 


264-43 


907-39 


1171-83 


78-57 


6-81 


-14682 


68 


296-77 


266-51 


906-64 


1172-16 


78-64 


6-71 


-14905 


64 


296*81 


266-67 


906-90 


1172-47 


78-71 


6-61 


-16128 


65 


297-83 


267-61 


905-17 


1172-78 


78-78 


6-62 


•16350 


66 


298-84 


268*64 


904-44 


1173-09 


78-86 


6-42 


-16672 


67 


299-84 


269-67 


903-73 


1173-39 


78-91 


6-33 


•16794 


68 


300-83 


270-67 


903-02 


1173-69 


78-98 


6-24 


-16016 


69 


801-81 


271-67 


902-82 


1173-99 


79-04 


6-16 


-16237 


70 


302-77 


272-66 


901-68 


1174-29 


79-11 


6-08 


-16468 
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PROPERTIES OP SATURATED STBAU—contd. 



II 


1 s 

S c^ ® 


Sensible Heat, i.e. 
B.T.U. , required to raise 
the Temperature of 1 lb. 
Water from 32 tot'F. 


Latent Heat. i.e. 
B.T.U., required to con- 
vert 1 lb. Water at V 
into Steam at t\ 


Total Heat of Evapora- 
tion from 32° F. and at 
t'F. in British Thermal 
Units = Sensible 
+Latent Heat. 


Heat Equivalent of the 

External Work 

done during 

Evapor ation, in B.T.U. 


Hi 


1^ 


P 


t 


h 


h 


H 


Pu 
J- 


V 


w 


71 


303-73 


273-63 


900-95 


1174-58 


79-17 


6-99 


-16679 


72 


304-67 


274-60 


900-27 


1174-87 


79-23 


5-92 


-16900 


73 


305-60 


275-55 


899-60 


1176-15 


79-29 


5-84 


-17121 


74 


306-53 


276-49 


898-94 


1175-43 


79-35 


5-77 


-17342 


75 


307-44 


277-43 


898-28 


1175-71 


79-41 


5-69 


-17562 


76 


308-34 


278-35 


897-64 


1175-99 


79-47 


5-62 


•17783 


77 


309-24 


279-27 


896-99 


1176-26 


79-53 


5-56 


-18003 


78 


310-12 


280-17 


896-36 


1176-53 


79-58 


5-49 


•18223 


79 


311-00 


281-07 


895-73 


1176-80 


79-64 


5-42 


-18443 


80 


311-87 


281-95 


895-11 


1177-06 


79-69 


5-36 


-18663 


81 


312-73 


282 83 


894-49 


1177-32 


79-75 


5-30 


-18882 


82 


313-58 


283-70 


893-88 


117758 


79-80 


5-24 


-19102 


83 


314-42 


284-56 


893-28 


1177-84 


79-86 


5-18 


-19321 


84 


315-25 


285-41 


892-68 


117809 


79-91 


5-12 


-19540 


85 


316-08 


286-26 


892-08 


1178-34 


79-96 


5-06 


-19759 


86 


316-89 


287-10 


891-50 


1178-59 


80-01 


5-01 


-19078 


87 


317-71 


287-93 


890-91 


1178-84 


80 06 


4-95 


-20197 


88 


318-51 


288-75 


890-34 


1179-09 


80-11 


4-90 


-20416 


89 


319-31 


289-57 


889-76 


1179-33 


80-16 


4-85 


-20634 


90 


320-09 


290-37 


889-20 


1179 57 


80-21 


4-80 


-20853 


91 


320-88 


291-18 


888-63 


1179-81 


80-26 


4-75 


-21071 


92 


321-65 


291-97 


8S8-08 


1180-05 


80-31 


4-70 


•21289 


93 


322-42 


292-76 


887-52 


1180-28 


80-35 


4-65 


-21607 


94 


323-18 


293-54 


886-97 


1180-51 


80-40 


4-60 


-21725 


95 


323-94 


294-31 


886-43 


1180-74 


80-44 


4-56 


•21943 


96 


324-69 


295-08 


885-89 


1180-97 


80-49 


4-51 


•22160 


97 


325-43 


295-85 


885-35 


1181-20 


80-53 


4-47 


-22378 


98 


326-17 


296-60 


884-82 


1181-42 


80-58 


4-43 


-22596 


99 


326-90 


297-35 


884-30 


1181-65 


80-62 


4-38 


•22812 


100 


327-63 


298-09 


883-77 


1181-87 


80-67 


4-34 


-23029 


101 


328-35 


298-83 


883-25 


118209 


80-71 


4-30 


-23246 


102 


329-06 


299-57 


882-74 


1182-30 


80-75 


4-26 


-23463 


103 


329-77 


300-29 


882-23 


1182-52 


80-79 


4-22 


-23680 


104 


330-47 


301-01 


881-72 


1182-73 


80-84 


4-19 


-23897 


105 


331-17 


301-73 


881-21 


1182-95 


80-88 


4-15 


-24114 


106 


331-86 


302-44 


880-71 


1183-16 


80-92 


4-11 


-24330 


107 


332-55 


303-15 


880-21 


1183-37 


80-96 


4-07 


-24547 


108 


333-23 


303-85 


879-72 


1183-57 


80-99 


4-04 


-24763 


109 


333-91 


304-66 


879-23 


1183-78 


81-03 


4-00 


-24979 


110 


334-58 


305-24 • 


878-74 


1183-99 


81-07 


3-97 


-26195 
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PROPERTIES OP SATURATED STBAM—contd, 



a . 




S5^- 


fl-^ 1 


iis-a 1 


1^ H^ 






^1 


1 s 

ill 


Sensible Heat i.e. 
B.T.U. , required to ra 
the Temperature of 1 
Water from 32" to t» 


Latent Heat. i.e. 
^ B.T.U., required to cc 
^ vert lib. Water at 

into Steam at t'. 


Total Heat of Evapoi 
tion from 32° F. and 
rF. in British Therm 
Units = Sensible 
+Latent Heat. 


1 1 


PI 


"Si 


p 


t 


h 


H 


Pu 

J 


V 


to 


111 


336 -26 


305-93 


878-26 


1184-19 


81-11 


3-93 


-25411 


112 


335-91 


306-61 


877-78 


1184-39 


81-16 


3-90 


-25626 


113 


336-57 


307-29 


877-31 


1184-59 


8118 


3-87 


•25842 


114 


337-23 


307-96 


876-84 


1184-79 


81-22 


3-84 


-26058 


115 


337-87 


308-62 


876-37 


1184-99 


81-26 


3-81 


-26273 


116 


338-52 


309-28 


875-91 


1186-19 


81-29 


3-78 


-26489 


117 


339-16 


309-94 


876-44 


1185-38 


81-33 


3-75 


-26704 


118 


339-80 • 


310-69 


874-99 


1185-68 


81-37 


3-72 


-26919 


119 


340-43 


311-24 


874-53 


1185-77 


81-40 


3-69 


-27135 


120 


341-06 


311-89 


874-08 


1185-96 


81-44 


3 66 


-27360 


121 


341-68 


312-62 


873-63 


1186-15 


81-47 


3-63 


-27665 


122 


342-30 


313-16 


873-18 


1186-34 


81-61 


3-60 


•27780 


123 


342-92 


313-79 


872-73 


1186-53 


81-54 


3-57 


-27995 


124 


343-53 


314-42 


872-29 


1186-71 


81-58 


3-65 


-28210 


126 


344 14 


316-05 


871-86 


1186-90 


81-61 


3-52 


-28424 


126 


344-74 


315-67 


871-41 


1187-08 


81-66 


3-49 


"28639 


127 


345-34 


316-29 


870-98 


1187-27 


81-68 


3-47 


•28853 


128 


345*94 


316-90 


870-56 


1187-45 


81-71 


3-44 


-29068 


129 


346-53 


317-51 


870-12 


1187-63 


81-74 


3-42 


-29282 


130 


347-12 


318-12 


869-69 


1187-81 


81-77 


3-39 


-29496 


131 


347-71 


318-73 


869-26 


1187-99 


81-81 


3-37 


-29710 


132 


348-29 


319-33 


868-84 


1188-17 


81-84 


3-34 


-29924 


133 


348-87 


319-92 


868-42 


1188-34 


81-87 


3-32 


-30138 


134 


349-44 


320-52 


868-01 


1188-52 


81-90 


3-29 


-30352 


135 


350-02 


32111 


867-69 


1188-69 


81-93 


3-27 


-30566 


136 


350-68 


321-69 


867-18 


1188-87 


81-96 


3-25 


-30780 


137 


351-15 


322-27 


866 77 


1189-04 


81-99 


3-23 


•30993 


138 


361-71 


322-85 


866-36 


1189-21 


82-02 


3-20 


•31-207 


139 


362-27 


323-43 


865-96 


1189-38 


82-05 


3 18 


-314-20 


140 


352-83 


324-00 


865-56 


1189-56 


82-08 


3-16 


-31634 


141 


353-38 


324-67 


865-15 


1189-72 


82-11 


3-14 


-31847 


142 


363-93 


325-14 


864-75 


1189-89 


82-14 


3-12 


•32060 


143 


354-48 


3-25-71 


864-35 


1190-06 


82-17 


3-10 


-32273 


144 


365-02 


326-27 


863-96 


1190-23 


82-19 


3-08 


-32487 


145 


355-56 


826-82 


863-57 


1190-39 


82-22 


3-06 


-32700 


146 


356-10 


3-27-38 


863-18 


1190-56 


82-25 


3-04 


-32913 


147 


356-64 


327-93 


862-79 


1190-72 


82-28 


3 02 


-83126 


148 


357-17 


328-48 


862-40 


1190-88 


82-30 


3-00 


•33339 


149 


357-70 


329-02 


862-02 


1191-04 


82-33 


2-98 


-33552 


160 


858-22 


829-67 


861-63 


1191-20 


82-36 


2-96 


•33764 
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PROPERTIES OF SATURATED STEAM— con^. 



1^ 




Sensible Heat, ».«. 
B.T.U. , required to raise 
the Temperature of 1 lb. 
Water from 32' to t" F. 


Latent Heat. t.e. 
B.T.U., required to con- 
vert 1 lb. Water at t' 
into Steam at V. 


Total Heat of Evapora- 
tion from 82° F. and at 
t'F. in British Thermal 
Units = Sensible 
+Latent Heat. 


Heat Equivalent of the 

External Work 

done during 

Evaporation, in B.T.O. 


x5« 


Weight of 1 cub. ft 
of Steam in lbs. 


P 


t 


h 


L 


H 


Pu 


V 


10 


151 


368-62 


830-12 


861-23 


1191-36 


82-38 


2-94 


-33986 


162 


359-14 


330-63 


860*86 


1191-51 


82-41 


2-98 


-34199 


158 


369-66 


331*18 


860-47 


1191*67 


82-43 


2*91 


-34411 


154 


360-17 


331-72 


860-10 


1191-82 


82-46 


2*89 


-34624 


156 


360-68 


332*24 


85972 


1191-98 


82-48 


2*88 


-34836 


166 


361-20 


33277 


859-35 


1192-13 


82-51 


2-86 


-35049 


157 


36170 


333*30 


858-98 


1192-28 


82-53 


2*84 


•36261 


158 


362-21 


333-82 


868-61 


1192-44 


82-56 


2-83 


•36474 


159 


362-70 


334-34 


868-24 


1192*61 


82-59 


2-81 


*35686 


160 


363*34 


334*86 


857-91 


1192*76 


82*62 


2-79 


•35889 


161 


363-63 


336*38 


857*64 


1192-91 


82-64 


2-78 


-86101 


162 


364*20 


335-89 


857-16 


1193-06 


82-66 


276 


36313 


163 


364-69 


336*40 


856-80 


1193-21 


82-69 


2-75 


-36524 


164 


366 18 


336*91 


856-44 


1193-36 


8271 


2*73 


-36736 


165 


366-68 


337-41 


856-09 


1193-60 


8273 


2-72 


-36947 


166 


366-17 


337*92 


86571 


1193-65 


8275 


2-70 


-37160 


167 


366-66 


338-41 


865-36 


1193-80 


8278 


2*68 


-37372 


168 


367-13 


338-90 


855-00 


1193-96 


82*80 


2-67 


-37683 


169 


867-62 


339-41 


854-66 


119410 


82-82 


2-65 


-37796 


170 


368-23 


339-89 


854-36 


1194-26 


82-85 


2-63 


-38007 


171 


368*69 


840*38 


853-96 


1194-39 


82-87 


2*62 


-38219 


172 


369-04 


340-87 


853-61 


1194-53 


82*89 


2-60 


*38480 


173 


369-61 


341*36 


853*28 


1194-67 


82*92 


2-59 


38641 


174 


369*98 


341-84 


852-13 


1194-82 


82*94 


2-57 


-38853 


175 


370-46 


342-33 


852-60 


1194-96 


82-96 


2 66 


•39064 


176 


370-90 


842*80 


852*27 


1196*10 


82-98 


2-54 


-39274 


177 


371-37 


343*29 


851-93 


1195-24 


83*00 


2-53 


-39486 


178 


371*83 


34376 


851*60 


1195-88 


83 03 


2-51 


-39697 


179 


372-29 


344-23 


851*27 


1195*62 


83-06 


2-50 


-39908 


180 


372-89 


34471 


850-96 


1195*67 


83*07 


2-49 


•40120 


181 


373*20 


345*18 


860-54 


1196*80 


88-09 


2-48 


-40331 


182 


373*66 


345-65 


850-22 


1196*94 


88-11 


2-47 


•40542 


183 


374-11 


34612 


849-89 


1196-08 


83-13 


2-45 


•40754 


184 


374-56 


346-58 


849*67 


1196-22 


83*15 


2-44 


-40965 


186 


376-01 


347-05 


849-26 


1196-36 


83*17 


2-43 


•41176 


186 


375-46 


347-51 


848*96 


1196-48 


83*19 


2-42 


•41386 


187 


376*90 


347-97 


848*63 


1196-62 


83-21 


2-40 


•41696 


188 


376-34 


348-42 


848-30 


1196-76 


83*28 


2*39 


•41807 


189 


37678 


348*87 


847*99 


1196-90 


83-26 


2-88 


-42020 


190 


377*36 


349-33 


847-70 


1197 03 


83-27 


2-37 


-42228 
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PROPERTIES OP SATURATED STBAM—corUd. 



If 

1 


ii 


Sensible Heat, i.e. 
B.T. U. , required to raise 
the Temperature of 1 lb. 
Water from 32° to r F. 


Latent Heat. i.e. 

B.T. U., required to con. 

vert lib. Water at t' 

into Steam at t". 


Total Heat of Evapora- 
tion from 82" F. and at 
rF. in British Thermal 
Units = Sensible 
+Latent Heat. 


Heat Equivalent of the 

External Work 

done during 

Evaporation, in B.T.U. 


x5« 

lit 
It 





p 


t 


h 


L 


H 


Ptt 


V 


w 


191 


377-22 


849-77 


847-38 


1197-16 


83-29 


2-86 


-42438 


192 


378-09 


350-22 


847-06 


1197-29 


83-31 


2-35 


-42648 


193 


378-52 


350-67 


846-75 


1197-42 


83-32 


2-34 


-42859 


194 


378-96 


361-12 


846-43 


1197-65 


83-34 


2-33 


•43069 


196 


379-38 


351-67 


846-12 


1197-63 


83-35 


2-31 


-43279 


196 


379-90 


352-02 


846-80 


1197-81 


83-37 


2-80 


•43490 


197 


380*23 


362-45 


845-50 


1197-94 


83-39 


2-29 


-48700 


198 


380 66 


352-89 


84519 


1198 07 


83-41 


2-28 


-43910 


199 


381-08 


363-33 


844-87 


1198-20 


83-43 


2-27 


-44121 


200 


881-64 


353-77 


844-57 


1198 34 


83*46 


2-26 


•44331 


201 


382-1 


354-1 


844-3 


1198-46 


83-48 


2-260 


•4453 


202 


382-5 


854-6 


844-0 


1198*59 


83-60 


2-286 


-4475 


203 


382-9 


856 


843-7 


1198-71 


83-51 


2-227 


•4496 


204 


883-3 


855-3 


843-3 


1198-83 


83-53 


2-217 


-4516 


205 


383-7 


355-8 


843-0 


1198-96 


83-56 


2-206 


-4538 


206 


384-1 


366-8 


842-7 


1199-09 


83-57 


2-196 


-4568 


207 


384-5 


366-8 


842-4 


1X99-21 


83-59 


2-186 


-4580 


208 


384-9 


357-2 


842-1 


1199-33 


83-61 


2-176 


-4600 


209 


386-3 


357-7 


841-8 


1199-46 


83-68 


2-166 


-4621 


210 


386-7 


358-1 


841-5 


1199-58 


88-65 


2-155 


-4644 


211 


386-1 


858-6 


841-2 


1199-71 


83-66 


2-146 


-4664 


212 


386-6 


359 


840-9 


1199-83 


83-68 


2137 


-4684 


213 


386-9 
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Adiabatic curve, definition of, 8. 

expansion of steam, 62. 
Advantages of compression for gas- 
engines, 26, 28. 
Advantages of oil fuel, 35. 
•* After burning," 24. 
Air compressor, loss of work in, 50. 
single-stage, 54. 
mains, loss due to, 57. 
motor, loss of work in, 60. 
thermometer, zero of, 9. 
Ammonia vapour, suitability of, as a 

refrigerating fluid, 43. 
Angle of cone for De Laval nozzles, 

109. 
Angle of nozzles to wheel in De Laval 

turbines, 107. 
Angles of blades in De Laval turbines, 

108. 
Areas between blades of turbine 

wheels, 113. 
Areas of nozzles for injectors, 97. 
Atkinson metliod of scavenging, 31. 

Beau de Rochas' ideal conditions 

for gas-engines, 27. 
Bell-Coleman refrigerator, 40. 
Boiler funnel, flow of gases up, 86. 
Boyle's Law, 10. 
Brayton engine, 29. 
Buckett's internal combustion engine, 

20. 

Calculation of work done, from 
indicator diagrams, 63. 

Carbon dioxide, use of, as a refrigera- 
ting vapour, 43, 48. 

Caruot's cycle for a heat-engine, 15. 
principle, 7. 



Causes of loss of thermal efficiency of 
eas-engines, 29. 

Charles* Law, 10. 

Clearance, effect of, 52, 71. 
of turbine blades, 106. 

Clerk, results of experiments on ex- 
plosive mixtures, 24. 

Closed heat cycle, definition of, 14. 

Coal-gas, composition of, 31. 

Coefficient of performance of re- 
frigerators, 38. 

Combined indicator diagrams, 65. 

Combustion in engine cylinder, 24. 

Compressed air, transmission of power 
by, 50. 

Compressing plant, losses in, 50, 53. 

Compression of explosive mixture in 
cylinder, 26. 

Conditions for refrigeration, 37. 

Critical temperature of carbon dioxide 
gas, 48. 

Curtis turbine, 115. 

Cycles of vapour refrigerators, 44. 
Beau de Rochas', 27. 
Camot, 15. 
Otto's, 27. 
used in gas-engines, 25. 

Db Latal turbine, 107. 
Densities of oil fuels, 33. 
Design factor, 67. 
Diesel oil-engine, 29, 33. 

Meyer's tests with, 34. 
Discharge of gases through orifices, 
76. 

hyperbolic, 77. 
Dowson ffas, composition of, 32. 
Dry and saturated expansion of 
steam, 62. 
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Dryness fraction of cylinder steam, 

71. 
Dynamical zero of temperature, 8. 

Effect of friction on the flow of gases 
through pipes, 88. 

of unresisted expansion, 78. 
Efficiency, definition of, 2. 

of air plant, 66, 57. 

of ejectors, 97. 

of gas-engines, 28. 

of hot-air engines, 16, 17, 18, 20, 22. 

of turbines, 104, 106, 108, 112. 
Ejectors, 92. 

efficiency of, 97. 
Ericcson*s hot-air engine, 18. 
Expansion, effect of increasing, in 
Otto cycle engines, 80. 

of gases, laws, 9. 
Experimental results on the discharge 
of gases through orifices, 81. 

Fall of pressure in pipes for a given 

discharge, 91. 
Flash-points of oils, 33, 36. 
Flow of gases along pipes, 83. 
effect of friction, 88. 
through orifices, 73. 
up boiler funnels, 86. 
Formation of steam in an engine 

cylinder, 69. 
Friction, effect of, on discharge of 
gases through pipes, 88. 
on the velocity of steam through 
turbines, 106, 107. 
Fuel, gaseous, 31. 
oil, 33. 
advantages of, for marine work, 
35. 
Funnels, temperature of, for maxi- 
mum draught, 88. 

Gas and air, proportions of, for ex- 

Slosive mixture, 23. 
, composition of, 31. 
Gas-engine, Lenoir, 25. 

Otto and Langen, 26. 

Otto, 27. 
Gas-engines, compression in, 25. 

cycles used in, 26. 

general considerations, 23. 

loss of thermal efficiency, 29. 
Gaseous fuel, 31. 
Gases, burnt, specific heat of, 82. 

unresisted expansion of, 73. 

laws of expansion of, 9. 



Graphical representation of heat 

quantities, 3. 
Guide blade areas for turbines, 113. 

Hampson and Linde's method of pro- 
ducing liquid air, 49. 
Heat-engine, Gamot's cycle for, 14. 
Heat expenditure during expansion of 
gases, 12. 
of combustion, calculation of, 32. 
properties of vapours, 47. 
Hiru's analysis, 67. 
Horse-power, definition of, 64. 

of turbines, calculation of, 108, 112. 
Hot-air engine, Buckett's, 20. 
Ericcson's, 18. 
Stirling's, 16. 
Hot-air engines, general considera- 
tions, 14. 
Hyperbolic expansion of steam, 61. 

Impulse turbines, multiple-stage, 
115. 
siUj^le-stage, 107. 
Indicated horse-power, calculation of, 
63. 
steam consumption, 70. 
Injector nozzles, velocity through, 93. 
areas of, 97. 
determination of efficiency, 95. 
Injectors, 92. 

Internal combustion engines, defini- 
tion of, 21. 
Intrinsic energy, meaning of, 6, 12. 
Isothermal curve, definition o^ 6. 

Jackets, calculation of heat given 

to, 61, 62, 70. 
Joly, experimental determination of 

specific heat, 11. 
Joule's cycle for a heat-engine, 21. 
equivalent, value of, 2. 
Law, 11. 

Kelvin's cycle for a refrigerator, 40. 
Kirk's refrigerating engine, 39. 

Latent heat of evaporation of water, 
60. 

of sulphurous acid, CO2, etc., 47. 
Law of expansion of gases, Boyle's, 10. 

Charles', 10. 

Joule's, 11. 

Regnault's, 10. 
Laws of thermo-dynamics, 1. 
Lenoir's gas-engine, 25. 
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Limiting revolutions of turbine 

wheels, 103. 
Liquid air, method of producing, 49. 
Loss of pressure in pipes due to 
friction, 90. 
of work in air mains, 67. 
of thermal efficiency of gas-engine, 
29. 

Mean pressures in steam-engine 
cylinders, 64, 67. 

Measurement of funnel draught, 88. 

Method of reducing losses during air 
compression, 53. 
of "setting back** indicator dia- 
grams, 71. 

Meyer, results of tests of a Diesel oil- 
engine, 34. 

Multiple-stage air compression and 
expansion, 57. 
turbines, 115, 119. 

Napier's experiments on discharge 

through orifices, 81. 
Nature of expansion curve for gases, 

IL 
Nozzle of De Laval turbine, 109. 
Nozzles, ratios of pressures to areas of, 

109. 

Oil-engine, Diesel, 33. 

Homsby-Ackroyd, 33. 

Priestman, 33. 
Oil-fuel, advantages of, for marine 
work, 35. 

methods of burning, 34. 

pressure burners for, 36. 

steam sprayers for, 35. 
Orifices, flow through, 73. 
Otto cycle for gas and oil engines, 

27, 33. 
Otto and Langen gas-engine, 26. 
Otto-Crossley gas-engine, 28. 

Parsons' turbine, 120. 

Perfect cycle for a vapour refrigerator, 
44. 
gas thermometer, 9. 

Peripheral speeds of impulse and re- 
action turbines, 114. 

Plant for air-power transmission, 50. 

Preheater, use of, with air expansion, 
52. 

Pressures in oil-fuel burners, 36. 

Pressures, ratio of, for maximum dis- 
charge through orifices, 77, 79. 



Producer gas, 32. 

Proportions of gas and air for ex- 
plosive mixtures, 23. 

Quantity of heat transformed into 
work in the Diesel oil-engine, 
34. 
of water pumped through injectors 
per lb. steam, 95. 

Radial flow for turbines, 101. 
Rankine's cycle for a vapour re- 
frigerator, 40. 
Rateau type of turbine, 120. 
Ratio of expansion, efficiency of Otto 
cycle dependent on, 28. 
of steam cylinder volumes to give 
equal range of temperature, 
67. 
Reaction degree of turbines, 112. 
turbines, multiple-stage, 119. 
single-stage, 110. 
Reciprocating steam-engines, 59. 
Refrigerating effect dependent on 
heat properties of fluids, 47. 
machines, 37. 
Refrigerator, Camot's cycle for, 38. 
Bell-Coleman, 40. 
Haslam and Hall, 40. 
Kirk, 39. 
vapour, 43. 
thermodynamic cycles of, 44. 
Regenerator, increase of efficiency 

due to, 17, 20. 
Regnault's Law, 10. 
Reidler-Stumpf type of turbine, 115. 
^lative velocities of turbine wheels, 

113, 114. 
Reversibility of heat cycles, 7, 37. 
Revolutions of turbines dependent 
on duty performed, 103 

Scavenging, 31. 
Schulz type of turbine, 120. 
Specific heat, calculation of, 10, 11. 
Specific heat of air, 10, 32. 

burnt coal-gas, 32. 

liquid ammonia, 47. 

liquid carbon dioxide, 47. 

liquid sulphurous acid, 47. 

superheated steam, 10. 

water, 47. 
Stage compression, increase of effi- 
ciency due to, 53. 
Stages, number of, for turbines, 
118, 121. 
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steam turbines, 100. 
consumption, 70. 

Stirling's not-air engine, 16. 

Sulphuric ether, use of as a refrigera- 
ting vapour, 43. 

Sulphurous acid, use of as a refrigera- 
ting vapour, 48. 

Temperature change during ex- 
pansion of gases, 13. 
of boiler funnels for maximum 
draught, 88. 
Thermal unit, definition of, 2. 
Thermo-dynamic cycles for gas-en- 
gines, 25. 
Total heat of combustion of coal-gas, 
82. 
evaporation of water, 60. 
Transfer of heat between steam and 

cylinder walls, 67. 
Transmission of power by compressed 

air, 50. 
Turbines, classification of, 100. 
single-stage impulse, 107. 

reaction, 110. 
multiple-stage impulse, 115. 
reaction, 119. 
Two-stage air compression, 55. 

Unresisted expansion of gases, 

73. 
Useful work, measurement of, 16, 17, 



20, 22, 27, 55, 68, 108, 112, 
118, 120. 

Vapour refrigerators, 48. 
Velocities of turbine wheels, 102, 118, 

114, 118, 120. 
Velocity of air, compared with water 
transmission, 58. 
of discharge of gases through 

orifices, 78, 79, 80. 
of discharge through injector and 
ejector nozzles, 93. 

Water evaporated per lb. of coal 
and oil, 85. 
jackets, heat absorbed by, 24. 
vapour, unsuitable for a refrigera- 
ting fluid, 48. 
Weight of gases discharged, through 
orifices, 78, 79, 80. 
up funnels, 87. 
Work done during air compression 
and expansion, 54. 
in a steam-engine cylinder, 59. 
lost in air- power transmission, 50, 
57. 
Wright, percentage composition of 
coal-gas given by, 31. 

Zero, dynamical, of heat, 8. 

of temperature of perfect gas 
thermometer, 9. 
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Prof. Humboldt Sexton, Glasgow and 
West of Scotland Technical College. 
Fourth Edition, Revised, 

TEXT-BOOK OF PHYSICS: 
By J. H. PoYNTiNG, ScD., F.R.S., and 
J. J. Thomson, M.A., F.R.S. 

Vol. I, — Properties of Matter. 
Fourth Edition, 

Vol. II. — Sound. Fourth Edition, . 

Vol III.— Heat. Third Edition, . 

By A. Brothers. Second Edition, 
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"Boyi OOULD NOT HAYB A MOBS ALLUKINO XNTBODUOTION tO lOieotiflO pnmilto 

4haii theu charming-lookiiiff Tolumes."— Letter to the Pnbliahen from the Head- 
vnaiter of one of oar great Public Schools. 

Handsome Cloth, 7s. 6d. Gilt, for Presentation, Ss. 6d, 

m$-m STUDIES HI BOTiSY: 

SKETCHES OF BRITISH WILD FLOWEBS 

IN THEIB HOMES. 

By R. LLOYD PRAEGER, B.A., M.R.LA. 

CUnstrated by Drawings from Nature by S. Rosamond Praeger, 
and Photographs by R. Welch. 

Gbnebal Contents. — A Daisy-Starred Pasture— Under the Hawthonu 
— By the River — Along the Shingle— A Fragrant Hedgerow — A Connemara 
iBog — ^Where the Samphire stows — A Flowery Meadow — Among the Com 
^a Study in Weeds)— ui the Home of the Alpines — A City Rubbish-Heap — 
^Glossary. 

"A FK18H AND BTDfULATma book . . . ihoold take a high place . . . The 
lllutratiom are drawn with much ikill."— T%« Times. 

'< Bbautifullt iLLUBTiiATED. . . . One Of the MOST AOOUBATi as well ai 
AmtiSTiNa booki of the kind we have teen."— AeA^meum. 

"Eedolent with the scent of woodland and meadow."— 2%e Standard, 



With 12 Full-Page llluatmtlona from Photographs. Cloth. 
Second Edition, Revised. 8s. 6d. 

OPU-Mfl STUDIES la GEOLOGY: 

An Introduetion to Geology Out-of-doors. 
By GRENYILLE A. J. COLE, F.G.S., M.R.I.A., 

Professor of Oeology in the Boyal College of Science for Ireland, 
and Examiner in the University of London. 

Gknebal Contents.— The Materials of the Earth— A Mountain HoUow 
— Down the Valley — Along the Shore — Across the Plains — Dead Voloanoet 
—A Granite Highland— The Annals of the Earth— The Surrey Hills— The 
If olds of the Mountains. 

**The VABonfATiiro 'Opbm-Air Btudiks' of Paor. Oolb giye the sabjeoft a OLew ov 
ANiMATioiv . . . cannot fail to arouse keen interest in geology.*'— Otologieal Magasku, 

'* A OHARMiNo BOOK, beautifaUy illustrated.'* —il<A€n«ttm. 



Seautifully liiustrated. With a Frontispiece in Colours, and Numerous 
Speoialiy Drawn Plates by Charles Whymper. 7s. 6d, 

OPEll-fllH STUDIES 111 BIHD-WFE: 

SKETCHES OF BRITISH BIRDS IN THEIR HAUNTS. 
By CHARLES DIXON. 

The Spacious Air.— The Open Fields and Downs. — In the Hedgerows. — On 
Open Heath and Moor.— Chi the Mountains. — Amongst the Evergreens. — 
Copse and Woodland.— By Stream and PooL— The Sandy Wastes and Mud- 
flats.— Sea-laved Rocks.— Birds of the Cities.— Index. 

*' Enriched with excellent illustrations. A welcome addition to all libraries."— ^m^- 
>4HiHst*r Rtview. 
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Third Edition, Revised and Enlarged. Large Crown 8vo, with numerous* 
Illustrations. 3s. 6d. 

THE FLOWERING PLANT, 

WITH A SUPPLEMENTARY CHAPTER ON FERNS AND MOSSES^ 
As Illustrating the First Principles of Botany. 

By J. R. AINSWORTH DAVIS, M.A., F.Z.S., 

ProC of Bioloffy, University College, Aberystwyth ; Examiner in Zoology) 
University of Aberdeen. 

" It would be hard to find a Text-bode which would better guide the student to an accuratcr 
knowledge of modem discoveries in Botany. . . . The scibntific accuracy of sUtement. 
and the concise exposition of first principlbs make it valuable for educational purposes. Id 
the chapter on the Physiology of Flowers, an admirable risuttU,6xvim from Darwin, HerKaiu» 
MiUler, Keraer, and Lubbock, of what is known of the Fertilization of Flowers, is given."- 
yaumal pf Botany. 



POPULAR WORKS ON BOTANY BY MRS. HUGHESGIBB.. 

With Illustrations. Grown 8vo. Cloth. Ss. 6d 

HOW PLANTS LIVE AND WORK: 

A 81im>le Intpoduetlon to Real Life in the Plant-wopld, Based on Lessons* 
OPi^nally driven to Country Childpen. 

By ELEANOR HUGHESGIBB. 

%* The attention of all interested in the Scientific Training of the Yonng is reoueeted to thi*- 
vsLiaHTf VLLT f BBBH and CHARMING iiSTLX BOOK. It ought to be in the hands of every Mother 
and Teacher throughout the land. 

** The child's attention is first secured, and then, in language bimpib, tk MisHTiriCALLT 
▲00VRAn,the first lessons in plant-life are set before it."— Natural Sdenee. 

"In every way well calculated to make the study of Botany AraRACTivi to the yonng.''^ 



'Witli Illustrations. Cpcwi:! 8vo. Gilt, 2s. 6d. 

THE MAKING OP A DAISY? 

"WHEAT OUT OF LILIES;" 

And other Studies from the Plant World. 

A Popular Introduction to Botany. 

By ELEANOR HUGHES-GIB B, 

Author of How PlanU Line and Work, 

" A BsiOHT little introduction to the study of Flowers."— Jottmai of Botany. 
** The hook will afford real assistance to those who can derive pleasure from the study of 
Nature in the open. . . . The literary style is ooxninendable.'^-jrnoio{ed^e. 
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/Applied Mechanies. 
Civil EngineepiniTf 

Desifirn of Stpuetupes, 

Bpidsre-Constpuetion, 

Desifim of Beams, 

Constructional Steelwork, 

Dock and Harbour Enarineerinar, • 

EnfiTineerinar Drawing, 

Engrine Design, . 

Central Electrical Stations, 
. Electricity Control, . 
,, Meters, • 

Transformers, . 
^ Telegraphic Systems, 

Light Railways, . 

Sanitary Engineering, 
Locomotire Engineering, 

Locomotive Compounding, 
Marine Engineering, . 

The Screw Propeller, 
' The Steam Turbine, . 

Marine Steam Turbine, 

Engine-Room Practice, 

Pocket-Book, 

Present Day Shipbuilding, 

Design of Ships, . 

Steel Vessels, 

Stability of Ships, , 
The Steam Engine, 
Talves and Valve-Gearing, 
Gas, Oil, and Air Engines, 
Petrol Motors and Caf*s, 
The Problem of Flight. 
Mechanical Eng. for Beginners, 
-Boilers : Land and Marine, 

„ " Steam " and " Kitchen,' 
„ Heat Efficiency of. 
Oil Fuel. .... 
Pumping Machinery, . 
Hydraulic Machinery, . 
Grinding Machinery, . 
Lubrication ajtd Lubricants, 
Bules and Tables, . 

Practical Calculations, 

Bonus Tables, 

Electrical Pocket-Book, 
The Calculus for Engineers, 
[ Measurement Conversions, 
Traverse Tables, 



Bankinb, Browne, Jamibson, 
Prof. Rankinb, 
S. Anqlin, . 
Prof. Fjcdlbr, . 
w, H. Athbrton, 

A. w. Farnsworth, 

B. Cunningham, 
S. H. Wblls, 

L. HOBBS, . 

C. H. WORDINGHAM, 

L. Andrews, 
H. G. Solomon, . 

H. BOHLB, . 



A. Crotch, . 
W. H. Cole, 



F. Wood, 



W. F. Pbttigrew, 
J. F. Gaibns, . 
A. E. SeATON, . 
A. E. Seaton, . 
. Alexander Judb, 
Prof. Biles, 
J. G. Liversidqb, 
Sbaton and Eounthwaite, 
T. Walton, 
Prof. Hayard Biles, 
T. Walton, 
Sir E. J. Beed, 
Rankinb, Jamibson, 
Chas. Hurst, . 
Brtan Donkin, 
F. Strickland, . 
H. Chatley, 
R. S. M'Laren, 
T. W. Traill, . 
R. D. MUNRO, . 

Bryan Donkin, 
Sidney H. North, 
fl. Davey, . 
Prof. Robinson, 
R. B. Hodgson, 
Archbutt and Deelet, 
Rankine and Jamieson, 
C. Larard and H. Goldinq, 

H. A. GOLDINO, . . . 

MuNRO AND Jamieson, 
Prof. Robt. H. Smith, 
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Fourth Edition, Revised, with Numerous Diagrams^ Examples^ anS 
Tables, and a Chapter on Foundations, In Large Svo, Cloth, 16;. 

THE DESIGN OF STRUCTURES:: 

A Praetleal TpeatisQ on the Buildinflr of Bridgres, Roofs, &e» 
By S. ANGLIN, C.E., 

. Master of Engineering, Royal University of Ireland, late Whitworth SduJar, ftc. 

"We. can unhesitatingly recommend this work not only to the Student, as the WttV 
Tbxt-Book on the subject, but also to the professional engineer as an BXCSBDiiioi.r 
VALUABLB boolc of reference.*'— J/rfAdWMTa/ World, 



In Large Crown Svo. Handsome Cloth. With 201- IHnstrations. 66. net»- 
• AN INTRODUCTION TO 

GIRDERS, AND COLUMNS 
IN MAOHINES ANd STRUCTURES. 

with. Examples In Graphic Statios. 

Bir WILLIAM H. ATHERTON, M.Sc., M.I.Mech.E. 

"A Tery useful source of infonnation. ... A work which we commend yery.- 
highly."— Mature. 

Third Edition, Thoroughly Revised. Royal $vo. With numerous 
Illustrations and 13 Lithosrraphie Plates, Handsome Cloth, Price 301. 

A PRACTICAL TREATISE ON 

BRIDGE-CONSTRUCTION r 

BeiDfiT a Text-Book on the Construction of Bpidgres in Iron and Steele 

FOR THE USE OF STUDENTS, DRAUGHTSMEN, AND ENGINEERS. 

By T. CLAXTON FIDLER, M.Inst. CE., 

Prot of Engineering, University College, Dundee. 

"The new edition of Mr. Fidler's work will again occupy the same consmcuou*- 
POSiTiON among professional text-books and treatises as has been accorded to its pre— 
decessors. Sound, simple, and vvijl.*'— -The Engineer. 



In Medium Svo, Pp, i-xv + 248, fully Illustrated, Price 10s, 6d, net, 

CONSTRDCTIONAL STEELWORK: 

Belnsr Notes on the Practical Aspect and the Principles of Desisrn, tosrether- 
with an Account of the Present Methods and Tools of Manufacture. 

By a. W. FARNSWORTH, 

Associate Member of the Institute of Mechanical Engineers. 

"A worthy volume, which will be found of much as^tarice. ... A book el> 
particular value." — Practical Engineer. 
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KNOINJSERIJ^Q AND MJSCHANW8. 27 

In Large 8vo. Handsome Cloth, Gilt, Uniform with Stability of Shipi 

and Steel Ships (p. 38). With 34 Folding Plates and 468 

Illustrations in the Text. SOs. net. 

The Principles and Practice of 

DOCK ENGINEERING. 

By BRYSSON CUNNINGHAM. 

GENERAL CONTENTS. 
Historical and Discursive. — Dock Design.— Constructive Appliances. — 
Materials. — Dock and Quay Walls. — Entrance Passages and Locks. — 
Jetties, Wharves, and Piers. — Dock Gates and Caissons. — Transit Sheds 
and Warehouses. — Dock Bridges. — Graving and Repairing Docks. — 
Working Equipment of Docks. —Index. 

"We have never seen a more profusely-illuatrated treatise. It is a most important 
standard work, and should be in the hands of all dock and harbour engineers."— <St6am«A^. 
"Will be of the greatest service to the expert as a book of reference."— ^9i^in««r. 



In Large 8vo» With Folding Plates and Numerous Illustrations. 16s. net. 

A COMPANION VOLUME TO "DOCK ENGINEERING." 

THE PBINCIPLES AND PRACTICE OF 

HARBOUR ENGINEERING. 

By BRYSSON CUNNINGHAM. 

Contents. — Introductory. — Harbour Design. — Surveying, Marine and 
Submarine. — Piling.— Stone, Natural and Artificial. —Breakwater Design. — 
Breakwater Construction. — Pierheads, Quays, and Landing Stages. — 
Entrance Channels. —Channel Demarcation.— Index. 

" The best and most complete book we have seen on the subject." —Steamship. 

** This is a standard work . . . sure to prove a valuable book of reference." — 
Shipping World. 



In Large Crown 8vo. Handsome Cloth. 4s. 6d. net. 

THE THERMO-DYNAMIC PRINCIPLES OF 
ENGINE DESIGN. 

By LIONEL M. HOBBS, 

mant, B.N.; lustrnctorin Applied Mechanics and 
Design at the Boyaj Naval College, Greenwich. 



£ngineer-Lientenant, B.N.; lustrnctorin Applied Mechanics and Marine Encine 



Contents. — Laws and Principles of Thermo-Dynamics. — Hot- Air 
Engines.— Gas and Oil Engines. — Refrigerating Machines.— Transmission 
of Power by Compressed Air.— The Steam Engine. — Unresisted Expansion 
and Flow through Orifices. — Flow of Gases along Pipes. — Steam Injectors 
and Ejectors.— Steam Turbines. —Appendices. — Index. 

"Serves its purpose admirably . . . should prove of invaluable service . . . well 
up-to-date."— S/iij>i>tni7 World. 
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In Handsome Cloth. With 252 Illustrations. 15s. net. 

THE THEORY OF THE STEAM TURBINE. 

A Treatise on the ^rineiples of Constpuction of the Steam Turbine, 
with Historical Notes on its Development. 

By ALEXANDER JUDE. 

Contents— Fundamental.— Historical Notes on Turbines. — The Velocity of Steam. — 
Types of Steam Turbines.— Practical Turbines.— The Efficiency of Turbines, Type I.— 
Trajectory of the Steam.— Efficiency of Turbines, Types II.. III. and IV.— Turbine Vanes.— 
Disc and Vane Friction in Turbmes.— Specific Heat of Superheated Steam. — Streiu[th 
of Rotating Discs.— Governing Steam Turbines.— Steam Consumption of Turbines.— The 
Whirling otShafts.— Speed of Turbines. — Index. 

"One of the latest text-books . . . also one of the best . . . there is absolutely 
no padding.*' — Sir William White in the Times Engineering Supplement. 



In Large Crown Svo. Handsome Cloth. With 131 Illostrations. 68. net. 

LECTURES ON THE MARINE STEAM TURBINE. 

Bt Peof. J. HARVARD BILES, M.Inst.N.A,, 

Professor of Naval Architecture in the University of Glasgow. 
"This is the best popular work on the marine steam turbine which has yet appeared."— 
SteanuMp. 

Works by BRYAN DONKIN, M.Iiist.C.E., M.IiistMeeli.E., &e. 

Fourth Edition, Revised and Enlarged. With additional Illustiations. 
Large Svo, Handsome Cloth. 25s. net. 

A TEXT-BOOK ON 

GAS, OIU AND AIR ENGINES. 

By IBRYAN DONKIN, M.Inst.C.E., M.Inst.Mech.E. 

Contents.— Part I.— Gas Engines : General Description of Action and Parts.— 
Heat Cycles and Classification of Gas Engines. — History of the Gas Engine.— The 
Atldnson, Griffin, and Stockport Engines. — The Otto Gas Engine. — Modem British Gas 
Engines. — Modem French Gas Engines.— German Gas Engines. —Gas Production for 
Motive Power. — Utilisation of Blast-fumace and Coke-oven Gases for Power. — The Theory 
of the Gas Engine. — Chemical Composition of Gas in an Engine Cylinder. — Utilisation of 
Heat in a Gas Engine. — Explosion and Combustion in a Gas Engine. — Part II. — 
PetPOleum Engines : The Discovery, Utilisation, and Properties of Oil.— Method of 
Treating Oil. — Carburators. — Early Gil Engines. — Practical Application of Gas and Oil 
Engines.— Part III.— AiP Engrines.— Appbndicbs.— Indbx. 

'•The best book now published on Gas, Oil, and Air Engines." — Eniineer. 

In Quarto, Handsome Cloth. With Numerous Plates. 25s. 

THE HEAT EFFICIENCY OF STEAM BOILERS 

(LiAND, MARINB, AND LOCOMOTIVB). 

By BRYAN DONKIN, M.Inst.C.E. 

General Contents.— Classification of Different Types of Boilers.— 425 Experiments on 
English and Foreign Boilers with their Heat Efficiencies shown in Fifty Tables. — Fire 
Grates of Various Types. — Mechanical Stokers. — Combustion of Fuel in Boilers. — ^Trans* 
mission of Heat through Boiler Plates, and their Temperature.— Feed Water Heaters, 
Superheaters, Feed Pumps, &c. — Smoke and its Prevention.— Instruments used in Testing 
Boilers. — Marine and Locomotive Boilers. — Fuel Testing Stations. — Discussion of the Trials 
and Conclusions.— On the Choice of a Boiler, and Testing of Land, Marine, and Locomotive 
Boilers.— Appendices.— Bibliography.— Index. 

'* Probably the most EXHAnsnvB retunU that has ever been collected. A pbaoroal 
Book by a thoroughly practical man."— /ron and Coal Tradtt Review. 
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Fourth Edition, Revised. Pocket-Size, Leather, 12s. 6d. 

BOILERS, MARINE AND LAND; 

THEIR CONSTRUCTION AND STRENGTH. 

Jl Handbook ot Rules, FoBMULiB, Tables, fto., belatiye to Materials, 

SOANTLIKOS, AND PrBSSUBES, SAFBTT VALVBS, SPBIKaS, 

Fittings and Mountinos, &a 

«'0R THB USB OF ENGINEERS, SURVEYORS, BOILER-MAKERS. 

AND STEAM USERS. 

By T. W. TRAILL, M.Inst.O.E., F.E.II.N., 

Late Engineer Suireyor-ln-Ohief to the Board of Trade. 
'*Oontaini an Bnobmovb Qvantitt of Infobmation arrranged In a very oonvenient form. . . 
."A MOIT usxf UL TOLUMB . . . supplying information to be had nowhere elae.''—2%< .BfiflriNMr. 



Fifth Edition. Large Crown 8vo. With numeroas 
lUustrations. 68. net. 

ENGINE-ROOM PRACTICES 

A Handbook fop Engineers and Officers in the Royal Navy and Mereantlle 

Marine, including the Management of the Main and Auxiliary 

Engrines on Board Ship. 

By JOHN G. LIVERSIDGE, R.N., A.M.LC.E, 

ConUntt.—Qenenl Description of Marine Machinery.— The Conditions of Serrioe and 
Mattes of Engineers of the Royal Navy.— Entry and Conditions of Seryioe of Engineers of 
the Leading S.S. Companies.— Raising^ 8team.>-Datiea of a Steaming Watch on Engines 
and Boilers.— Shutting off Steam.— Harbour Duties and Watches — ^Adjustments and 
Repairs of Engines.— Preseryation and Repairs of **Tank" Boilers.— The Hull and its 
»FlKings.— Oleaningand Painting Machinery.- Reciprocating Fumps, Feed Beaten, and 
Automatic Feed -water Regulators. — Eyaporators. — Steam Boats. — Electric Light 
Machinery.— Hydraulic ICachlnery.— Aip-Compressing Pumps.— Refrigerating Madilnes. 
—Machinery of Destroyers.— The Management of Water-Tube Boilers.— Re^ilations for 
Entry of Assistant Ensineers, R.N.— Questions given in Examinations for Promotion of 
engineers, B.N.— Regulations respectinir Board of Trade Examinations for Engineers, Ao. 

'*ThiSVXBT USEFUL BOOK. . . . ILLUSTRATIONS BTC of ORSAT IMPORXANGB in a WOrk 

' of this kind, and it is satisfactory to find that spboial attention has been given in this 
fMpooi.^'^Sngineeri' Oatette. 

Fifth Edition, Thoroughly Revised and Greatly Enlarged. 
With Numerous Illustrations. Price 10s. 6d. 

VALVES AND VALVE - GEARING s 

^ Practical Text-book for the U89 of Engineers, Draughtsmen, and Students, 
Br CHARLES HURST, Pkactical Draughtsman. 

Past I.— steam Engine Valves. I Part ni.— Air Compressor YalTes and 

Part II.— Gas Engine Valves and Gearing. 

Gears. | Part IV.— Pump Valves. 

"Mm. Hurst's valvbs and valvb-obarino will prove a very valuable aid, and tend te the 
production of Engines of soiBNtnio DBSiOM and BCONOMiOAL WORKING. . . . Will be largely 
sought after by Students and Designers."— JlfaHif« Enainur. 

*< As a practical treatise on the subject, the book stands without a rival '*—Ar«eAaniea; 
Win-Id, .===== 

stints on Steam Ensrlne Deslffn and Constniotion. By Charles 
HuBST, "Author of Valves and Valve Gearing." Second Edition, 
Revised. In Paper Boards, 8vo., Cloth Back. Illustrated. Price 
is. 6d. net. 
OoNTRNTS.- L Steam Pipes.— II. Valves.— UL Cylinders.- IV. Air Pumps and Con- 
densers.— V. Motion Work.— VI. Crank Shafts and PedesUls.— VIL Valve Gear.— VIIL 
lubrication.- IX. Miscellaneous Details — Indbx. 

** A handy volume which every practical young engineer should possess.**— 2^ Jfetftf 
^ngJMer. 
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Second Edition, Bevised. With nnmeroaB Plates rednoed from 
Working Drawings and 280 IllastrationB in the Text. 2l8. 

A MANUAL OF 

LOCOMOTIVE ENGINEERINGS 

A Praetieal Text-Book for the Use of Ensrine Builders, 

Designers and Drauglitsmen, Rauway 

Engineers, and Students. 

By WILLIAM FRANK PETTIGREW, M.Inst.CE. 

With a Section on American and Continental Engines. 

By albert F. RAVENSHEAR, B.Sc, 

Of His Majesty's Patent Office. 

Cm<«»<«. — Historical Introdnction, 1763-1863. ~ Modern Locomotiyes: Simple.— 
Modem LocomotiTes: Oompound.- Primary Consideration in LocomotiTe Deeign.— 
Cvlinders, Steam Ohests, and Stuffing Boxes.— Pistons, Piston Rods, Orossheada. an# 
Slide Bars.— €k>nnecting and Conpline Bods.— Wheels and Axles, Axle Boxes, Homblooki^ 
aad Bearing Springs.— Balancing.— Valve Qear.— Slide Valves and Valve Gear Details,— 
Framing, Bogies aud Axle Tmcks, Radial Axle Boxes.— Boilers.— ^mokeboz. Blast Pipe^ 
Pirebox Fittings.- Boiler Moontings.- Tenders.- Railway Brakes.— Lubrication.— Oon- 
somption of Fuel, Evaporation and Engine Efficiency.— Americsn Locomotives.— Con- 
tinental Locomotives.— Repairs, Running, Inspection, and Renewals.- Three Appendtoes. 
■.Index. 

**The work ooNTAUfs all that can bx lsaxnt from a book upon such a subject. Ito 
will at once rank as the standakd wobk upon this important subject.*'— /ZatfZtmxy MaQcutim, 



In Large Svo. Fully Illustrated. 8s. 6d. net. 

LOCOMOTIVE COMPOUNDING AND SUPERHEATING. 

Bt J. F. GAIRNS. 

Contents.— Introductory.— Compounding and Superheating for Locomotives.- A^ 
Classification of Compound Systems for Locomotives.— The History and Development of 
the Compound Locomotive. — Two-Cylinder Non-Automatic Systems.— Two-Cylinder 
Automatic Systems.— Other Two-Cylinder Systems.— Three-Cylinder Systems.- Four- 
Cylinder Tandem Systems.— Four-Cylinder Two-Crank Systems (other than TandemX— 
Four-Cylinder Balanced Systems.— Four-Cylinder Divided and Balanced Systems.— 
Articulated Compound Engines.— Triple-Expansion Locomotives.— Compound Rack 
Locomotives.— Concluding Remarks Concerning Compound Locomotives.— The Use of« 
Superheated Steam for Locomotives.— Index. 

** A welcome addition to the library of the railway engineer."— £nj7i»i«<Hnfir THmu. 



In Large Svo, Handsome Cloth. With Plates and Illustrations, 16$. 

AT HOME AND ABROAD. 
By WILLIAM HENRY COLE, M.Inst.CE., 

Late Deputy-Manager, North- Western Railway, India. 
Contend.— Discussion of the Term ** Light Railways.**— English Railw»y8^. 
Rates, and Farmers.— Light Railways in Belgium, France, Italy, other 
European Countries, America and the Colonies, India, Ireland.-^ Road Trans- 
port as an alternative. — The Light Railway* Act. 1896.— The Question of 
Gauge. — Construction and Working. — Locomotives and RoUing-Stock.— Lighte 
Railways in England, Scotland, and Wales. — Appendices and Index. 

**■ Will remain, for some time yet a Standard Work in everything relating to Light 
Railways.*'— £n0rin/«r. 

** The whole subject is bxhaustivklt and practically considered. The work can be 
cordially recommended as uidispensabls to those wbose duty it is to become acquainted 
with one of the prime necessities of the immediate future. " — Railway Oflcial OazHU. 
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ENGINEERING AND ME0UANI08, 313 

In Crown 8vo. Handsome Cloth. Fully Illustrated. 6s. net. 

PRACTICAL CALCULATIONS FOR ENGINEERS. 

By CHARLES E. LARARD, 

A.M.InBt.C.E. , M.LMech.E.. Wh.Exh., 
Head of the Mechanical Engineering Department at the Northampton Institute, London, E.C. 

And H. a. GOLDING, A.M.I.Mech.E. 

Contents.— Section I.— Contracted Methodg of Calculation.— Technical Mensura- 
tion.— Practical Calculation by Logarithms.— The Slide Rule and its Applications.— 
Squared Paper and its Uses. Section II.— Pulleys and Wheels in Train.— Speed Katios 
and Practical Examples.- Principle of Moments Applied to Practical Problems.— Work, 
and Power.- Energy and Speed Fluctuations. — Transmission of Work through Machines. . 
—Friction and Efficiency.- Transmission of Power.-Shafting.— Motion on a Circle. — 
Momentum, Acceleration, and Force Action. Section III.— Temperature Scales.— Units 
of Heat.— Specific Heat.— Heat and Work— Heat Value of Fuels.— Heat Losses in Engine 
and Boiler Plant.— Properties of Steam.— Moisture and Dryness Fraction. — Steam and 
Fuel Calculations.- Boiler Efficiency. — Size of Boiler.— Engine Calculations.— Power, . 
Indicated and Brake.— Calculations for Dimensions.— Steam Consumption and Willans 
Law.— Efficiencies, Comparative Costs of Power Production.— Commercial Efficiency. 
Section IV.— The Commercial side of Engineering.— Calculation of Weights.- Diyisioi> 
of Costs, Material and Labour, Shop Charges and Establishment Charges.— Estimates.— 
Profit. — Use of Squared Paper in the Estimating Department and to the Oeneral** 
Management. 

" Exactly what it should be in order to make it useful to students and practitioners ol 
engineering. —3fancA€«ter Guardian. 



Sixth Edition. Folio, strongly half-bound, 21s. 

Computed to Four Places of Decimals for every Minute of Angle 

up to 100 of Distance. 

For the Use of Surveyors and Engineers. 

By RICHARD LLOYD GURDEN, 
Authorised Surveyor for the Governments of New South Wales and Victoria. 

%* Published with the Concurrence 0/ the Surveyors- General for New South* 
Wales and Victoria, 

** Those who have experience m exact Survkv-work will best know how to appreciate- 
the enonnous amount of labour represented by this valuable book. The computations- 
enable the user to ascertain the sines and cosines for a distance of twelve miles to withift* 
half an inch, and this by rstbrbncb to but Omb Tablb, in place ot the usual Fifteen 
minute computations required. This alone is evidence of the assistance which the Tables 
ensure to every user, and as every Surveyor in active practice has felt die want of such 
assistance fsw knowing of tmbir publication will rbmain without thbm." 
—Engineer 

Strongly Bound iA Super Royal 8vo. Cloth Boards. 78. 6d. net. 



Fop Calculating Wages on the Bonus op Ppemium Systems* 
For Engineering^ Technical and Allied Trades, 
. By henry a. GOLDING, A.M.LMech.E., 

Technical Assistant to Messrs. Bryan Donkin and Clench. Ltd.. and Assistant Lecturer 
in Mechanical Engineering at the Northampton Institute, London, £.0. 

"Cannot fail to prove practically serviceable to those for whom they have been* 
designed."— <S!eot«man. 

lONDOM: CHARLES fiRIFFIN & CO.. LIMITED. EXETER STREET, STRAND, 
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Second Edition. Large 8vo, Handsome Cloth. With 
Illustrations, Tables, &c. 21s. net. 

Lubrication &; Lubricants: 

A Treatise on the Theory and Practice of Lubrication, and on the 
Nature. Properties, and Testing of Lubricants. 

BY AND 

XEONARD ABCHBUTT, P.T.O., F.C.8., B. M. DEELEY, M.I.M«ch.E., P.G.S. 

Chemist to the Mid. Ry. Co. Chief Loco. Super., Mid. By. Co. 

Contents.— I. Friction of SolidB.— II. Liquid Friction or Yiscosity. and Plaatlc 
Friction.— III. Superficial Tension.— IT. The Theory of Lubrication.— v. Lubricants, 
>their Sourcei, Preparation, and Properties.— YL Physical Prcmerties and Methods of 
Examination of Lubricants.— YII. Chemical Properties and Methods of Examination 
/ci Lubricants.- YIIL The Sjrstematic Testine of Lubricants by Physical and Chemical 
Methods.— IX. The Mechanical Testing of LubricanU.— X. The Design and Lubrication 
^f Bearings.— XI. The Lubrication of Machinery.— Indbx. 

*' Contains practically all that is known on the subject. Deserves the careful 
•^attention of all mxf^een."— Railway Offieiai Gcuette. 



Fourth Edition. VeryfuUy lUuatrated, Ohth, 4«. M. 

STEAM - BOILERS: 

-THUIR DSFEOTS, MAMAaBlCBNT, AMD CONSTRXTOTIOIT. 

Bt r d. munro, 

CAi^ Engineer of the Scottish Boiler Insxtranee and Engine IntpeetUm Comptmj. 
'* A valuable companion for workmen Ind engineers engaged about Steam Boilers, onght 
^40 be carefully studied, and always at hand."— C^?//. Gna^tan, 



Br THE SAME Author. 

ICITCHEN BOILER EXPLOSIONS: Why 

they Occur, and How to Prevent their Occurrence. A Practical Handbook 
based on Actual Experiment. With Diagram and Coloured Plate. 3s. 



/n Crown Svo, Cloth, Fully Illustrated, $s. net, 

EMERY GRINDING MACHINERY, 

JA Text-Book of Workshop Practice in Genepal Tool Grinding, and the 
Desifirn, Construction, and Application of the Machines Employed. 

By R. B. HODGSON, A.M.Inst.Mech.E. 

" Eminently practical . . . cannot fail to attract the notice of the users of this class of 
.machinery, and to meet with careful perusal."- CA^m. Trade Journal. 



Fifth Edition. In Two Parts, Published Separately, 
A TEXT-BOOK OF 

Engineering Drawing and Design. 

3By SIDNEY H. WELLS, Wh.Sc, A.M.I.C.E., A.M.LMech.E. 
Vol. I. — Praotioal Gbombtrt, Plane, and Solid. 48. 6d. 
Vol, II. — Machine and Engine Drawing and Design. 48. 6d. 

WUh many Illustrations, specially prepared fnr the Work, and numerous 

Examples, /or the Use of Students in Technical Schools and Colleges, 

" A OAPiSAL TBXT-BOOK, arranged on an bxoillbmt ststbii , calculated to give an intaUlffent 
ifraip of the subject, and not the mere faculty of mechanical copying. . . . Ifr. Wells ihowe 
:how to make gomplsti woaKiNO-DaAWinos, discussing fully each step in the design."— XleotrleoC 
JUview 

dONDON: CHARLES GRIFFIN ft CO., LIMITED EXETER STREET, STRAND. 



BNOINEERINO AND ME0HANW8, 3^ 

In Three Parts. Crown 8vo, Handsome Cloth. Very Fully Illustrated. 

MOTOR-CAR MECHANISM AND MANAGEMENT. 

By W. POYNTER ADAMS, MJnst.E.E, 
PART I.— THE PETROL CAR. 5s- net 

Second Edition. With important new Api>eiidix, illustrating and definmg parts 

of actual cars in use. 
Contents,— Section I.— The Mechanism of the Petrol Car.— The Engine. — 
The Engine Accessories. — Electrical Ignition and Accessories. — Multiple Cylinder Engines. 
— The Petrol. — The Chassis and Driving Gear. — Sbction II.— The Management of the 
Petrol Car.— The Engine.— The Engine Accessories.— Electrical Ignition.— The Chassis 
and Driving Gear.— General Management.— Appendix. — Glossary.— Index. 

"Should be carefully studied by those who have anything to do with motors."— ^»/tf- 
mcMg and Carriage Builders' Journal, 

FART XL-ELECTRICAL AND PETROL ELECTRICAL 

MOTOR CARS. [Ready Shortly. 

PART IIL— THE STEAM CAR. [/« Preparation. 



In Large 8vo. Handsome Cloth. Very Fully Illustrated, ISs. net. 
A MANUAL OF 

PETROL MOTORS AND MOTOR-CARS. 

Comprising the Designing, Construction, and Worfiing of Petrol Motors. 
By F. STRICKLAND. 

General Contents.— Part I. : ENGiNE8.—Hi8torical.— Power Required.— General.^ 
Arrangement of Engines.- Ignition.— Carburettors.- Cylinders, Pistons, Valves, Ac.— 
Crank Shafts, Crank Chambers, Cams, Runners, Guides, Ac— Pumps. — Fly wheels.— 
Pipe Arrangements.— Silencers.— Engine Control, Balancing.— Motor Cycle Engines.— 
Marine Motors.— Two-Cycle Motors.— Paraflftn Carburettors.— Gas Pi'oducers. Part ' 
II.: Cars.— General Arrangements. —Clutches. — Transmission. — Differential Gears.— 
Universal Joints.— Axles. — Springs. — Radius Rods. — Brakes. — Wheels. — Frames. — 
Steering Gear. — Radiator. — Steps, Mudguards, Bonnets, Ac. ^ Lubrication. — BalL' 
Bearings.— Bodie8.—Factors of Safety.— Calculations of Stresses.- Special Change Speed 
Gears.— Special Cars.- Commercial Vehicles.— Racing Cars.— Index. 

"Thorouffhly practical and scientific. . . . We have pleasure in recommending it to all." 
—Meehanicai Engineer. 

In Large 8vo. Cloth. Fully Illustrated. 10s. 6d. net. 

THE PROBLEM OP PLIGHT. 

By HERBERT CHATLEY, B.Sc.(Eng.), London, 
Lecturer in Applied Mechanics, Portsmouth Technical Institute. 
CoHTKNTS.- The Problem of Flight — The Helix.— The A8ropiane. — The ATipIane.— 
Dirigible Saloons.— Form and Fittings of the AirBhip.~AppBin>iCE8 (The Fositbility of ' 
Flight, Weighty A Flexible Wing, Iheory of Balance. Bibliography).— Isdvx. 
'* An epitome of the knowledge available on the auhjecV—Seotsman. 



In Crown 8vo, Handsome Cloth. With 105 Illustrations. Ss. net. 

MECHANICAL ENGINEERING 

By R. S. M'LAREN. 

CoNTBNTS.—MateriaIs.— Bolts and Nuts, Studs, Set Screws.— Boilers.— Steam Raising 
Accessories.— Steam Pipes and Valves.— The Steam Engine.— Power Transmission.— 
Condensing Plant.— The Steam Turbine.— Electricity.— Hydraulic Machinery.— Gas and 
Oil Engines.— Strength of Beams, and Useful Information.— Index. 

" The best of its kind we have seen, and should be in the hands of every apprentice." 
— Steamship. 

lONDON: CHARLES GRIFFIN & CO.. IIMITED. EXETER STREET. STRANft 
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WOBKS BY 
ANDREW JAMIESON, M.INST.C.K, M.I.E.E.. F.R.S.E., 

Formerly Professor of Electrical Enihuering, The Glas, and IV. of Scot. Tech. CoU. 

PBOFESSOB JAMIESON'S ADVANCED TEXT-BOOKS. 

In Large Crown ^vo. Fully Illustrated, 

STEAM AND STEAM-ENGINES, INCLUDING TURBINES 

AND BOILERS. For the Use of Engineers and for Students preparing 
for Examinations. With 800 pp., over 400 Illustrations, 1 1 Plates, many 
B. of E., C. and G., Questions and Answers, and all Inst. C.E. Exams, 
on Theory of Heat Engines. Fifteenth Edition, Revised. los. 6d. 
" Tbe Bbst Book yet published for the use of Students.**— iff«t;sMrr. 

.APPLIED MECHANICS & MECHANICAL ENGINEERING. 

Including All the Inst. C.E. Exams, in (i) Applied Mechanics; 
(2) Strength and Elasticity of Materials ; (3a) Theory of Structures ; 
(ii) Theory of Machines ; Hydraulics. Also B. of E. ; C. and G. Questions. 
Vol. I. — Comprising 568 pages, 300 Illustrations, and Questions: 
Part I., The Principle of Work and its Applications; Part II.: Friction, 
Lubrication of Bearings, &c. : Different kinds of Gearing and their Appli- 
cations to Workshop Tools, &c. Sixth Edition. 
** Fully maintains the reputation of the Author.**— /'r-«t/. Engineer. 

VoL II. — Comprising Parts III. to VI., with over 800 pages, 371 Illus- 
trations ; Motion and Energy, Theory of Structures or Graphic Statics ; 
Stren|[th and Elasticity of Materials ; Hydraulics and Hydraulic 
Machinery. Fifth Edition. 12s. 6d. 
**Wbll and lucidly written. "—r^ Engineer. 

*«* Each of the above volumes is complete in itself, and sold separately. 



PBOFESSOB JAMIESON'S INTRODUCTORY MANUALS 

Crown Svo, With lUustrcUums and Examination Papers, 

STEAM AND THE STEAM-ENGINE (Elementary 

Manual of). For First- Year Students, forming an Introduction to the 
Author's larger Work. Eleventh Edition, Revised and Enlarged. 3/6. 
'* Should be in the hands of bvbry engineering apprentice."— Pfvic/^a/ Engineer, 

MAGNETISM AND ELECTRICITY (Practical Elementary 

Manual of). For First- Year Students. With Stud. Inst.C. E. and B. of E. 
Exam. Questions. Seventh Edition, Revised and Enlarged. 3/6* 
" A thoroughly trustworthy Text-book. Practical and clear."— JVa^wir. 

APPLIED MECHANICS (Elementary Manual of). 

For First-Year Students. With B. of E., C. and G. ; and Stud. Inst. C.E. 
Questions. Eighth Edition, Revised and Greatly Enlarged. 3/6. 
" 'llie work has very high quautibs, which may be condensed into the one word 
* CLEAR.* "^Science and Art. 



L POCKET-BOOK of ELECTRICAL RULES and TABLES. 

For the Use of Electricians and Engineers. By John Munro, C.R, 
and Prof. Jamieson. Pocket Size. Leather, 8s. 6d. Eighteenth 
Edition. [See p. 49 General Catalogue, 

lOmON: CHARLES GRIFFIN ft CO.. LIMITED. EXETER STREET. STRAND. 
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WORKS BT W. J. HACQUORN RANEINE, LL.D., F.R.S. 

Thopouerhly Revised by W. J. MILLAR, C.E. 



A MANUAL OF APPLIED MECHANICS : Comprising the 
Prinoiples of Statics and Ginematios, and Theory of Struotares, 
MeohuiiBm, and Maohines. With Nameroas Diagrams. Grown 8vo, 
Gloth. Sevbntebnth Edition. 12s. 6d. 



A MANUAL OF CIVIL ENGINEERING: Comprising Engin- 
eering Surveys, Earthwork, Foundations, Masonry, Carpentry, Metal 
Work, Boads, Bailways, Canals, Rivers, Waterworks, Harbours, &c. 
With Numerous Tables and Illustrations. Crown 8vo, Gloth. 
Twbnty-Thibd Edition. 16s. 



A MANUAL OF MACHINERY AND MILLWORK: Com- 

8 rising the Geometry, Motions, Work, Strength, Constmotifm, and 
objects of Maohines, &o. With nearly 300 Illustrations. Grown 
8vo, Cloth. Sbvbnth Edition. 12s. 6d. 



A MANUAL OF THE STEAM-ENGINE AND OTHER 

PRIME MOVERS. With a Section on Gas, Oil, and Air 
Engines, by Bryan Donkin, M.InstC.E. With Folding Plates 
and Numerous Illustrations. Grown 8vo, Cloth. Sevrntebnth 
Edition. 12s. 6d. 

•USEFUL RULES AND TABLES : For Architec^ts, Builders, 
Engineers, Founders, Mechanics, Shipbuilders, Surveyors, &c. With 
Appendix for the use of Elbotrioal Enoinbbrp. By Professor 
Jamieson, M.Inst. O.E., M.LE.E. Seventh Edition. 10s. 6d. 



>A MECHANICAL TEXT -BOOK: A Practical and Simple 
Introduction to the Study of Mechanics. By Professor Rankinb 
and E. F. Bambbr, C.E. With Numerous Illustrations. Crown 
8vo, Cloth. Fifth Edition. 98. 

*«* Tht *' Mbohahioal Text-Book " wot detigned hf ProfaMor Eaitkihs m an Imtbo- 
ouonON to tJu above Seria of Jianualt. 



MISCELLANEOUS SCIENTIFIC PAPERS. Part I. Tempera- 

tnre. Elasticity, and Expansion of Va|K)ur8, Liquids, and Solids. 
Part II. Energy and its Transformations. Part III. Wave-Forms, 
Propulsion of Vessels, &o. With Memoir by Professor Tait, M.A. 
Witti fine Portrait on Steel, Plates, and Diagrams. Roysd 8vo. 
Gloth. 31s. 6d. 

" No more enduring Memorial of Professor Rankine could be devised than the publica* 
iioa of the«e papers in an accessible form. . . . The Collection is most valuable op 
account of the nature of his discoveries, and the beauty and completeness of his analysis." 

tONDON: CHARLES GRIFFIN A CO.. LIMITED, EXETER STREET, STRAND- 
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Third Edition, Thoroughly Revised and Enlarged, With 6o Plates amf 
Numerous Illustrations, Handsome Cloth, 34s, 

HYDRAULIC POWER 

AND 

HYDRAULIC MACHINERY. 

HENRY ROBINSON, M. Inst. C.E, F.GS., 

FBLLOW or KUn^S COLLBGB, LONDON; PROF. EMERITUS OF CIVIL BNGINBBRIN6, 
king's COLLBGB, BTC., BTC. 

Contents — Dischara;e through Orifices.— Flow of Water through Pipes.— Accumulators. 
—Presses and Lifts. — Hoists. — Rams. — Hydraulic Engines. — Pumping Engines. — Capstans^ 
— Traversers. —Jacks. — Weighing Machines. — Riveters and Shop Tools. — Punchmg^ 
Shearing, and Flanging Machines. — Cranes. — Coal Discharging Machines. — Drills and. 
Cutters. — Pile Drivers, Excavators, &c — Hydraulic Machinery applied to Bridges^ Dock- 
Gates, Wheels and Turbines. — Shields. — Various Systems and Power Installations. — 
Meters, &&— Index. 

"The standard work on the application of water power."— C«*»fr'* Mag^azine. 



Second Hditiorij Greatly Enlarged, IVith Frontispiece, severed 
Plates, and over 250 Illustrations, 2ls, net. 

THE PRDiCIPLES AND CONSTRUCTIOll OF 

PUMPING MACHINERY 

(STEAM AND WATER PRESSURE). 

With Praotical Illustrations of Engines and Pumps applied to Miniko^ 

Town Wateb Supply, Dbainagb of Lands, &o., also Economy 

and Efficiency Trials of Pumping Machinery. 

By henry DAVEY, 

Memtwr of the InBtitntion of Cifll Engineers, Member of the Inatitation of 
Mechanioal Bngineera, F.G.S., Ac. 

CoNTiNTS —Early History of Pumping En^es — Steam Pumping Engines- 
Pumps and Pump Valves — General Principles of Non-Rotative Pumping; 
Engines — The Cornish Engine, Simple and Compound— Types of Mining- 
Engines — Pit Work— Shaft Sinking — Hydraulic Transmission of Power in 
Mines— Electric Transmission of Fower— Valve Gears of Pumping Engines- 
— "Water Pressure Pumping Engines — Water Works En^es — Pumping 
Engine Economy and Tnals of Pumping Machinery — Centrifugal and other 
Low-Lift Pumps— Hydraulic Rams, Pumping Mains, kc — Lfj>K(. 

**By the *one English Engineer who probably knows more about Pumping Machinery 

than ANT OTHSK.* ... A VOLUHB SBOOBDDfO THS ESSULTS OV LOHO XZPXBIBNOB AND 

STUDY."— 2%« Engineer. 
'* Undoubtedly THE BEST aitd most psaotioal tbbatisx on Pumping Machinery that has 

TXT BEEN PUBLISHKD."— i/int'lH^ Joumol. 

•J)NDOH: CHARLES 6RIFFIN & CO.. LIMITED. EXETER STREET. 8TRAMD 
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At Pbess. In Lars^e 8vo. Handsome Cloth. Profusely Illustrated. 

In Two Volumes, Each Complete in itself, and 

Sold Sepabately. 

th:e: !>£ SIGN 

AND • 

CONSTRUCTION OF SHIPS. 

By JOHN HARVARD BILES, M.Inst.N.A., 

Professor of Naval Architecture in Glasgow University. 

Contents of Voutme I.— Part I. : General Considerations.— Methods of Determine 
ation of the Volume and Centre of Gravity of a known Solid. — Graphic Kules fc» 
Integration.— Volumes and Centre of Gravity of Volumes.— Delineation and Descriptive 
Geometry of a Ship's Form.— Description and Instances of Ship's Forms.— Description 
of Types of Ships. Part II. : Calculation of Displacement, Centre of Buoyancy and 
Areas.— Metacentres.— Trim.— CoefBcleuts and Standardising.— Results of Ship Calcula- 
tions.- Instruments Used to Determine Areas, Moments, and Moments of Inertia of 
Plane Curves.— Cargo Capacities.— Effects on Draught, Trim, and Initial Stability due 
to Flooding Compartments. — Tonnage.— Freeboard.— Launching.— Application of the 
Int^nraph to Ship Calculations.— Straining due to Unequal Longitudinal Distribution 
of Weight and Buoyancy.— Consideration of Stresses in a Girder.— Application of Stress 
Formulie to the Section of a Ship.— Shearing Forces and Bending Moments on a Ship 
amongst Waves.— Stresses on the Structure when Inclined to the Upright or to the 
line of Advance of the Waves. — Distribution of Pressure on the Keel Blocks of a 
Vessel in Dry Dock.— Consideration of Compression in Ship Structure. 



BY PROFESSOR BILES. 

LECTURES ON THE MARINE STEAM TURBINE. 

With 131 Ittuatrationa. Price 68. net 
See page 28. 



RoytU 8uo, Handsome OloUi. With numerous Illustrations and Tables. 25$. 

THE STABILITY OF SHIPS. 

BY 

SIR EDWARD J. REED, K.C.B., F.RS., M.P., 

tmOMT or THB mPBRIAL OKDBXS OF ST. 8TANILAU8 Of RUSSIA; FRANCIS JOSBPM OV 

AUSTRIA; MBDJIDn OF TURKRV; AND RISING SUN OF JAPAN; FIC»- 

PRI8IDBNT OF THB INSTITUTION OF NAVAL ARCHITRCTS. 

" Sir Xdward Rrbd's ' Stability of Smifs ' is intaluablb. The Naval Architbct 
will find broui^ together axul readv to his band» a mass of information which he would oChiv 
wise havB to seek in an almost endless variety of publicatioiis, and some of which he woald 
posstUy not be able to obtain at all elsewhere."— AiiMMi^. 

lOMDON : CHARLES GRIFFIN « COh LIMITED, EXETER STREET. STRANb 
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WORKS BY THOMAS WALTON, 

NAVAL ARCHITECT. 



Fourth Edition. Illustrated with Plates, Numerous Diagrams, and 
Figures in the Text. 

STEEL SHIPS; 

THEIR CONSTRUCTION AND MAINTENANCE. 

A Manual for Shipbuitders, Ship Superintendents, Students, 

and Marine Engineers, 

By THOMAS WALTON, Naval Architect, 

AUTHOR OF "know YOUR OWN SHIP." 

Contents.— I. Manufacture of Cast Iron, Wrought Iron, and SteeL — Com- 
position of Iron and Steel, Quality, Strength, Tests, &c. II. Classifioation of 
Steel Ships. III. Considerations in making choice of Type of VeBaeL — ^Framing 
of Ships. IV. Strains experienced by Shii>s.— Methods of Compatixig ana 
Comparing Strengths of Ships. V. Construction of Ships. — Alternative Modet 
of Construction.— Types of Vessels.— Turret, Self Trimming, and Tnink 
Steamers, &c. — Rivets and Rivetting, Workmanship. VI. Pumping Arrange- 
ments. Vll. Maintenance. — Prevention of Deterioration in the Hulls of 
Ships.— Cement, Paint, &c.— Index. 

""■ So ihoroaKti and weil written is every chapter in the book that it is didloalt to arted 
anv of them as being worthy of exoeptionai praise. Altogether, the work is exceiient, aad 
will prove of great value to those for whom it is intended?'— ?%« Engineer. 

In Handsome Cloth. Very fully Illustrated. 78. 6d. net. 

PRESENT-DAY SHIPBUILDING. 

For Shipyard Students, Ships' Officers, and Engineers, 
By THOS. WALTON. 

General Contents.— Classification.— Materials used in Shipbuilding. — 
Alternative Modes of Construction. — Details of Construction. — Framing, 
Plating, Rivetting, Stem Frames, Twin- Screw Arrangements, Water 
Ballast Arrangements, Loading and Discharging Gear, &c. — Types of 
Vessels, including Atlantic Liners, Cargo Steamers, Oil carrying Steamers, 
Turret and other Self Trimming Steamers, &c. —Index. 

"Simple language . . . clear and easily followed illustrations." — Times 
Engineering SupplemenU 

" We heartily recommend it to all who have to do with ships."— 5t«am«Aii>. 



Ninth Edition. lUuatrated. Handsome Cloth, Crown 8vo, 78. 6d, 

The Chapters on Tonnage and Fpaeboard have been bpoueht tborouffhiy 
up to date, and embody the latest (1906) Board of Trade Regulations on 
these subjects. 

KNOW YOUR OWN SHIP. 

By THOMAS WALTON, Naval Architect. 
Specially arranged to suit the requirements of Ships' Officers, Shipowners, 
Superintendents, Draughtsmen, Engineers, and Others, 
Contents. — Displacement and Deadweight. •— Moments. — Buoyancy. — Strain. — 
Structure. — Stability. — Rolling. — Ballasting. — Loading.— Shifting Cargoes.— Blfect of 
Admission of Water into Ship.— Trim Tonnage.— Freeboard (Load-line).— Calculations.— 
8et of Calculations from Actual Drawings.— Index. 

** The work is of the highest value, and all who go down to the sea in ships should make them- 
selves acquainted with it?'— Shipping World (on the new edition). 

LONDON: CHARLES GRIFFIN & CO., LIMITED, EXETER STREET. STRAND. 
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GRIFFIN'S NAUTICAL SERIES. 

Edited by EDW. BLACKMORE, 

MMter Mariner, First Clasa Trinity House Certificate, Assoc. Inst. N.A. ; 

And Wbittem, mainlt, by Sailors for Sailors. 



"ImS ADMIRABLl SKRIBS."— Fctifptot/. ' A TSRT VSSFUL S1RIB8."— JTattlTV. 

"Eyert Ship should have the whole Sbribs iui a RBnsRBNOjg Ubbart. Hahb- 
fieilBLT BOUND, OLBARLT PRINTED and ILLUSTRATED."— l^iverpoot Jowm. qf Cfommeroe, 



The British Mereantile Marine : An Historical Sketch of its Bise 

and Development. By the Editor, Gapt. Blaokxore. 8s. 6d. 

" Captain Blackmore s splendid book . . . contains paragraptis on every point 
«f Interest to the Merchant Marine. The 243 pages of this book are the most YALU* 
4BL1 to the sea captain that have ever been compiled. "—IfereAant S$rvio9 B09iM9» 

Elementary Seamanship. By D. Wilson-Bakkbr, Master Mariner, 
F.B.S.B., F.B.G.S. With numerous Plates, two in Colours, and yrontlspleoe. 
Fourth Edition, Thoroughly Bevised. With additional lUustrations. 6i. 
"This ADMIRABLE MANUAL, by CAPT. WILSON BARKER, of the * Worcester,' i 

to ns PERVBOTLT DESiaNED."— ^tAtfTMBUm. 

Know Tour Own Ship : A Simple Explanation of the Stability, Con- 
etmction. Tonnage, and Freeboard of Ships. By Thos. Walton, Naval Architeot. 
Ninth Edition. 7s. 6d. 
**Mr. Walton's book will be found vert useful."— TAe Engineer, 



llaviflration : Theoretical and PraetieaL By D. WiLsoN-BABKut 

and William Allinqham. Second Edition, Bevised. 8s. 6d. 
"Fbeoiselt the kind of work required for the New Certificates of competency. 
•Candidates will find it invaluable."— Dundee Advertiier, 



Marine MeteorolO^: For Officers of the Merchant Navy. By 
William Allingham, First Class Honours, Navigation, Science and Art Department. 
With Illustrations and Maps, and faeiimile reproduction of log page. 7s. 6d. 
. "Quite the best publication on this subject "—Shipping Gazette, 

latitude and Lonsritnde : How to find them. By w. J. Millab, 

C.E. Second Edition, Bevised. 2t. 

** Cannot but prove an aoquUition to those studying Navigation."— JTofine Bngimer. 



. Practical Mechanics: Applied to the requirements of the Sailor. 

By Thos. Mackenzie, Master Mariner, F.B.A.S. Third Edition, Bevised. 8b. 6d. 
" Well worth the money . . . EXCBBDiNaLT rvlpwul." Shipping World, 

tTriffOnometry : For the Youd^ Sailor, &c. By Rich. C. Buck, of the 

Thames Nautical Training College, H.M.S. " Worcester." Third Edition, Bevised. 

-Price 8s. 6d. 

« This EMINENTLY PRACTICAL and reliable volvLme."Sehoolina8ter, 



Practical Alsrebra. By Rich. 0. Buck. Companion Volume to the 

above, for SaUors and others. Second Edition, Bevised. Price 8s. 6d. 

" It is JUST the book for the young sailor mindful of i^rogreu,"— Nautical Magasine. 



The Legal Duties of Shipmasters. By Bbnediot Wm. Ginsbubo, 

M.A., LL.D., of the Inner Temple and Northern Circuit; Barrister-at-Law. Second 

'Edition, Thoroughly Bevised and Enlarged. Price 4s. 6d. 

" Invaluable to masters. . . . We can fully recommend it '—SUpping QoMette, 

A Medical and Surgical Help for Shipmasters. Including First 

Aid at Sea. By Wm. Johnson Smith, F.B.C.S., nrinclpal Medical Officer, ISNunen's 
Hospital, Greenwich. Third Edition, Thoroughly Bevised. 6b. 
"Sound, judioioub, rballt bmlbwxjl."— The Lancet, 

lONDON: CHARLES GRIFFIN & CO., LIMITED, EXETER STREET, STRAND, 



40 CHARLES QRIFFIN S CO.'S PUBLICATIONS. 

GRIFFIN'S NAUTICAL SERIES , 

Introductory Volume, Price Ss. 6d, 

British Mercantile Marine, 

By EDWARD BLACKMORE, 

MASTBR MARINBR; ASSOCIATB OF THB INSTITUTION OP NAVAL ARCHITBCTS; 

MBMBBR OP THB INSTITUTION OP BNGINBBRS AND SHIPBUILDBKS 

IN SCOTLAND; BDITOR OP GRIFPIN'S "NAUTICAL SBRIBS." 

OmtBAL Contents.— Historical : From Early Times to 1486— FMrew 
funder Henry VIII.— To Death of Mary— During Elizabeth*8 Reign— Up to 
tbe Beign of William III.— The 18th and 19th Centuries— Institution of 
EixaminationB — Kise and Progress of Steam Propulsion — Development off 
Free Trade— Shipi^ing Legislation, 1862 to 1875— ** Locksley Hall^ Case- 
Shipmasters' Sotieties— Loading of Ships— Shipping Legislation, 1884 to 1894— 
Statistios of Shipping. The Pbbsonnel : Shipowners— Officers— Marinen-r- 
Duties and Present Position. Editoation: A Seaman's Education: what it 
should be— Present Means of Education— Hints. Disoiflinb and Dittt— 
P08t8cn)pt— The Serious Decrease in the Number of British Seamen, a Matter 
demandmg the Attention of the Nation. 

'*IiffTSBasTniQ and Ihstbuciivx . . . may be read with provit and bmjotmbr.**- 

oamEtald. 

■^EvsKT BKANOH of the Bobjaot is dealt with in a way which fhowB that the Witttr 
* knows the ropes* familiarly/*— iSoolJfnan. 

"This AmoBABLs hook . . . tumb with nsefnl information—Shoiild be in tb* 
hands of every Sailor. **— Wut^m Morning NetM. 



Fourth Edition, Thor{mghly Revised, With Additumdi 
^ Illustrations. Price 6s. 

ELEMENTARY SEAMANSHIP. 

0. WILSON-BARKER, Master Mariner; F.R.S.E., F.R.G.S.,&a,fto» 

TOUNOIB BBOTHER OV THB TBINITT HOUSE. 

With Frontispiece, Numerous Plates (Two in Colours), and Hlnstrationa 

in the Text. 

Oreeral Contents.— The Building of a Ship; Parts of Hull, Masts, 
Aa— Ropes, Eiiots. Splicing, &c. — G^ear, Lead and Log, &c — Risging,. 
Anchors— Saalmakmg— The Sails, &c.— Handling of Boats under Sail — 
Signals and Signalling— Rule of the Road— Keeping and Relieving Watch* 
Pomts of Etiquette— Glossary of Sea Terms and Phrases—Index. 
*** The volume contains tbe nsw bulxb of thx boao. 

**Thls ADMnuBLS MAiruAL, by Oapt. Whson-Baxxsr of the 'Worcester,' seems to na 
PBanoKLT DSBiOHBD, and holds its place excellently in * Gsimn's Nautical Sbbxss.' . . . 
AHhongh intended for those who are to beeome Officers of the Merchant Navy, it will b* 
' found nsefnl by all TACHTSiiBir. ^'^^Atftenmum. 

*«* For complete List of Onmni's Nauticial Ssubs, see p. 89. 

LONDON : CHARLES GRIFFIN t CO., LIMITED, EXETER STREET, STRAND. 



NADTWAL WORKS. 41 

GRIFFIN'S NAUTICAL SERIES, 

Second Edition, Revised and lUuatrated. Price Ss, 6d. 

NAViaATION: 

By DAVID WILSON-BARKER, R.N.R., F.R.S.K, ko., &o., 

AND 

WILLIAM ALLINGHAM, 

nBSI-OLASS HONOUBS, NAVIGATION, 8CIEN0B AND ABT DEPABTUNT. 

tmitb iaumetou0 5llu0ttatfon0 an5 Bsamfnation Auestlone, 

GmrsRAL Contents.— Definitioiia — ^Latitude and Longitude — ^Instromente 
4if Nayigation — Correction of Courses — Plane Sailing — Traverse Sailing— Da^f 
Wodc — Parallel Sailing — Middle Latitude Sailing — Mercator's Chart— 
Meroator Sailing— Current Sailinfir— Position byBearings— Great Circle Sailing 
— The Tides— QuestionB — Appendix: Compass Error — Numerous Useful Hintik 
Sco, — Index. 

** Pkmuslt the kind of work reqaired for the New Certificates of oompetency in padM 
from Second Biate to extra Master. . . . Candidates will find it CTva LP ABi.a. ''—Du nd m 

9, **A OAPiTAL LiTTLB BOOK . . . speolaUy adapted to the New Examinattons. The 
Anthors are Oapt. Wilson-Barkeb (Captidn-Snperintendent of the Naatioal College, ILM.S.' 
* Woroeater,' who has had great experience in the highest proUems of Navigraoa), and 
Mb. AuJvaHAM, a well-known writer on the Science of Navigation and Nantical Astronomy.** 
^Sk^^ping World. 



Handsome Cloth, FuUy IllustrcUed, Price 78, 6d, 

MARINE METEOROLOGY, 

FOR OFFICERS OF THE MERCHANT HAVT. 
By WILLIAM ALLINGHAM, 

Joint Author of "Navigation, Theoretical and PracUoal." 

With numerous Plates, Maps, Diagrams, and Illustrations, and a facsimile 
Reproduction of a Page from an actual Meteorological Log-Book. 

SUMMARY OP CONTENTS. 

INTRODVOTORT.— Instmments Used at Sea for Meteorological Purposes.— Meteoro- 
iQffical Log-Books.— Atmospheric Pressure.— Air Temperatures.— Sea Tenmeratures.— 
wmds.— Wind force Scales.— History of the Law of Storms.— Hurricanes, Seasons, and 
Storm Tracks.— Solution of the Cyclone Problem.— Ocean Currents.— Icebeigs^--Syn- 
4sluonouB Charts.- Dew, Mists, Fogs, and Haze.— Clouds.— Aain, Snow, and Hail.— 
Mirage, Bainbows, Coronas, Halos, and Meteors.- Lightning, Corposants, and Auroras.— 
<|u«8TI0N8.—Appbndix.— Index. 

** Quite the bbst publication, and certainly the most intbrbstimo, on this subject eTer 
4^sented to Nautical men."— Shipping QcmUU. 

*«* For Complete List of Griffin's Nautical Sbbies, see p. 39. 
LONDON: CHARLES GRIFFIN A CO.. LIMITED. EXETER STREET. STRAND- 



4» OBABLMH BUWHX 4 OO.'t PUMUOATIOm, 

GRIFFIN'S NAUTICAL SERIES. 

Thibd Edition, Rbvised. With Namerons IllnstratioDS. Price Ss. 6d.. 

PRACTICAL MECHANICS! 

Applied to the Bequirements of the Sailor. 

By THOS. MACKENZIE, Master Mariner, F,R.A.S. 

Oemiral GoirTENTS.~Re8oliition and Composition of Forces— Work doi.e 
bj Machines and Living Agents — The Mechanical Powers: The Lever; 
Derricks as Bent Levers-~The Wheel and Axle : Windlass ; Ship's Capstan ; 
Grab Winch— Tackles : the "Old Man"— The Inclined Plane; the Screw— 
The 'Centre of Gravitv of a Ship and Cargo — Relative Strength of Rope : 
Steel Wire. Manilla, Hemp, Coir — Derricks and Shears— Calculation of the- 
OronB-breaKing Strain of Fir Spar— Centre of Effort of Sails — Hydrostatics: 
the Diving-bell ; Stability of Floating Bodies ; the Ship's Pnmp, Ac. 

** Will worth the money . . . will be found bxoesdinolt helpiul.**— 
Shippiino World, 

**i^o Ships* Officers' bookoasb will henceforth be complete without 
Oaptaik Mackenzie's * Practical Sf echanics. ' Notwithstanding my many: 
Tears' experience at sea, it has told me ?iow much more there ii to acquire,"-^ 
(Letter to the Publishers from a Master Mariner). 



WORKS BY RICHARD C. BUCK, 

Of the Thames Nantioal TrainioK OoUege, H.M.S. ' Woroetter/ 

A MANUAL OF TRIGONOMETRY t 

With Diagrams, Examples, and Exercises. Price 8s. 6d. 

Third Edition, Revised and Corrected. 
*«* Mr. Buck's Text-Book has been specially pbepabbd with a view 
to the Examinations of the Board of Trade, in which Trigonometry 
is an obligatory subject. 

**Thi8 SMnrxiTTLT FKAoncAL and kbuablk voltthb."— <SeAoo/ma«<«r. 

A MANUAL OF ALGEBRA. 

Designed fo meet the Requirements of Sailors and othen. 
Second Edition, Revised. Price 3s. 6d. 

%* These elementary works on alobbsa and tbiooiiombtrt are written specially for 
those who will have little opportunity of oonsulting a Teacher. They are books for '^sxi^ 
HBLP." All bnt the simplest explanations have, therefore, been avoided, and anbwsbs te 
the Bxeroises are given. Any person may readily, by careful study, become master of thehr 
oontents, and thus lay the foundation for a further mathematical course, if desired. It is 
luyped that to the younger Officers of our Mercantile Marine they will be found deddedly 
MTTioeable. The Examples and Exercises are taken from the Examination Papers set for 
«he Cadets of the "Worcester.** 

'* Clearly arranged, and well got op. ... A first-rate Elementary Algetora."— 
Jfantiodl Magazine. 

Second Edition, Revised. With Diagrams. Price 28. 

LATITUDE AND LONGITUDE: How to find them. 

By W. J. MILLAR, C.E., 

Late Secretary to the Inst, of Engineers and ShipbttUdtrs in Scotiand. 

" CONOISBLY and cleablt wbitten . . . cannot but prove an acquisitioii 
to those studying Navigation."— Jlfaring Engineer. 

" Toung Seamen will find it handt and useful, simple and clear."— S^e- 
^Btut9Hteer. 
*^*For complete List of Gbiwiw's Nautical Sbbim. see p. 89. 

LONDON: CHARLES GRIFFIN & CO., LIMITED, EXETER STREET, STRAND. 



NAUTIGAL V^0RK6. 



4S. 



GRIFFiys NAXTTICAL SERIE8. 

SiooND Edition, Revised and Extended. In Crown Svo. Price 48. 6d. 

THE LEGAL DDTIES OF SHIPMASTERS. 

Bi BENEDICT WM. GINSBFRG, M.A., LL.D. (Oantar), 

Of the Inner Temple and Northern drooit; Barriflter-at-Law. 
General Contents.— The Qualification for the Position of Shipmaster— The Gon- 
traot with the Shipowner— The Master's Duty in respect of the Grew : Engagement ; 
Apprentices; Discipline; Provisions, Accommodation, and Medical Comforts ; Payment 
of wa»s and Discharge— The Master's Duty in respect of the Passengers— The Master's 
Finaonal Besponsibillties— The Master's Duty in respect of the Cargo— The Master's 
Duty in Case of Casualty— The Master's Duty to certain Public Authorities— The 
Master's Duty in relation to Pilots, Signals, Flass, and Light Dues— The Master's Du^ 
upon Arriral at the Fort of Discharge— Appendices relative to certain Legal Matten : 
Board of Trade Certificates, Dietarv Scales, Stowage of Grain Cargoes, Load Line B«gala« 
Uona, Life-saving Appliances, Carnage of Cattle at Sea, Ac, &c.— Copious Index. 

*'No intelligent Master should faU to add this to his Ust of necessary books. A few lines 
of it may save a lawyeb's rsa, bbsidks utdlbss wokbt. ''—Liverpool Journal of Commeree. 



FiRST AID AT SEA. 

Thibd Edition, Revised. With Coloured Plates and Numerous Ulustra- 

tions, and comprising the latest Regulations Respecting the Carriage 

of Medical Stores on Board Ship. Price 6s. 

A MEDICAL AND SURGICAL HELP 

FOR SHIPMASTERS AND OFFICERS 
IN THE MERCHANT NAVY. 

By WM. JOHNSON SMITH, F.R.O.S., 

Principal Medical Officer, Seamen's Hospital, Greenwich. 

%* The attention of all interested in oar Merchant Navy is requested to this exceedingly 
■sefnl and valuable work. It is needless to say that it is the ontcome of many years 
pmaonoAL sxpbrixmcx amongst Seamen. 

**SouN]>, junioions, as ally hblpful."— TA€ Zaneet. 

Ninth Edition. Revised, wUh Chapters on Trim, Buoyancy, and Calcxda-' 
tions. Numerous Illustrations, Handsome Cloth, Crown Svo, Price 7s. 6d. 

KNOW YOUR OWN SHIP. 

By THOMAS WALTON, Naval Architect. 

Specially arranged to suit the requirements of Ships' Officers, Shipowners, 
Superintendents, Draughtsmen, Engineers, and Others, 

This work explains, in a simple manner, such important subjects as :— Displacement.— 
Deadweight— TonnaRe.—-Freeboard. — Moments. — Buoyancy.— Strain.— Structure.— Stab- 
ility.— Boiling.— Ballasting.— Loading.— Shifting Cargoes. — Admission of Water.— Sail 
Area.— Ac. ... 

" The little book will be found bxcbbdingly handt by most ofBcers and officials connected 
with shipping. ... Mr. Walton's work will obtain lasting success, because of its unique 
fitness for those for whom it has been written. "-/Sfc/ppfna World. 



BY THE SAME AUTHOR. 

STEEL SHIPS: Their Construction and Maintenance, 

(See page 38.) 
*»* For Complete List of Gbiffin^s Nautical Seribs, see p. 39. 

LONDON: CHARLES GRIFFIN & CO., LIMITED, EXETER STREET. STR/Lm 



44 GHARLE8 GRIFFIN A 00.' 8 PUBLICATIONS. 

Sixteenth Edition, Tltorougldy Revised, Large 8tH), Cloth, 

pp, i-xxiv + 712. With 250 lUustrtUions, reduced from 

Working Drawings^ and 8 Plates, 21«. net, 

A MANUAL OF 

MARINE ENGINEERING: 

COMPRISING THE DESIGNING, CX)NSTRUCTION, AND 
W6RKING OP MARINE MACHINERY. 

By A.E. SEATON, M.LC.E., MJ.Meeh.EM M.LN.A. 

General Contents. — Part I. — Principles of Marine Propalsion. 
Part II. — Principles of Steam En^eenng. Part in. — Details of 
Marine Engines : Design and Calculations for Cylinders, Pistons, Valves* 
Expansion Valves, &c. Part IV. — Propellers. Part V. — Boilers. 
Part VI. — ^Miscellaneous. 

"The Student, Draughtsman, and Engineer will find this work the most valdablb 
Handbook of Reference on the Marine Engine now in existenoe."— JfaWiM Enffinser» 



Ninth Edition, Thoroughly Revised. Pooket-Size, Leather. 8s. 6d. 

A pocElBt-booe op 

M&RINE ENGINEERING RULES AND TABLES, 

for the use or 

Marine Ensrineers, Naval Architeets, Desijgrners, Dpaughtsmen. 
Superintendents and Others. 

By a. E. SEATON, M.LO.E., M.LMech.E., M.I.N.A., 

AND 

H. M. ROUNTHWAITE, M.LMech.E., M.I.N.A 

" The best book of its kind, and the information is both up-to-date and reliable."-— 
Engineer, 

In Large 8vo. Handsome Cloth. Fully Illustrated. 

And other Competingr Instruments for Marine Propulsion. 
By a. E. SEATON, M.Inst.C.E., M.LMech.E., M.LN.A. 



In Pocket Size. With 368 Pages. 3s. 6d. net. 

ENGLISH-SPANISH and SPANISH-ENGLISH. 

SEA. TESI^IIKS JLM^D Pm^ASESS. 

By Fleet-Paymaster GRAHAM-HEWLETT. 

" Most complete . . . useful . . . we c&n he&rtily recommend it."— Steamship. 



In Crown 8vo. Handsome Cloth. Many Diagrams. 

DEFINITIONS IN NAVIGATION AND NAUTICAL ASTRONOMY. 

By p. GROVES-SHOWELL, 

Head of the Navigation Department, L.C.C. School, Poplar. 
This Volume consists of Ejenlanatot-y Diagrams, together with Description of aU InstrutnetU* 
used, and Tables of Weights and Measures, and Formulcejor Ueterminalion of Areas and Volumes. 

lONDON: CHARLES GRIFFIN ft CO., UMITED. EXETER STREET, STRAMD. 



ENOINBERINO AND MEOffANIOS. 45 

WORKS BT PROF. ROBERT H. SMITH, AssocM.LC.E., 

M.LMeoh.B., M.LELE., llLMinJC, WUt Soh., M.OrcLMefJi, Em! Prof, of Eog. 



Second Edition, Revised, In Crown 8vo, extrt^ with Diagrams 
and Folding' PkUe, 78. 6d. net. 

THE CALCULUS FOR ENGINEERS 
AND PHYSICISTS, 

INTEGBATION AND DIFFEBENTIATION, 

With Applications to Technical Problems; 

AND 

OliASSIFIED BEFEBENCE LIST OF INTEGBAI.S. 
By PROF. ROBERT H. SMITH. 

" Pior. R. H. Smith's book will be servieeable in rendering a hard road as sast as rmAcric- 
ABLS for the non-mathematical Student and Engineer."— ^tikmceum. 

" Interesting diagrams, with practical illustrations of actual occurrence, are to be found here 
4n abundance. Thb tikt compliti CLABSiriBD BBrBBBBCB tablb will prove very useftil la 
lartng the time of those who want an integral in a hurnr."— T%e Engimer, 



In 4t0y Boards. 78. 6d. 

MEASUREMENT CONVERSIONS 

(English and French) : 

43 GRAPHIC TABLES OB DIAGRAMS, ON 28 PLATES. 

Showing at a glance the Mutual Conyebsion of Mbasurkmsntb 
in Diffbbsnt Units 

Of Lengths, Areas, Volumes, Weights, Stresses, Densities, Quantities 

of Work, Horse Powers, Temperatures, &c. 

For the use of Engineers, Surveyors, Architects, and Contractors. 

*^* Prof. Smith's Conversion-Tables form the most unique and oom- 

{Nrehensiye oolleotion ever placed before the profession. By their use much 

time and labour will be saved, and the chances of error in calculation 

diminished. It is believed that henceforth no Engineer's Office will be 

joonsidered complete without them. 



Third Edition. Pocket. Size, Leather Limp, with Gilt Edges and Rounded Comers, 
printed on Special Thin Paper, with Illustrations, pp. i-xli + 834. Price 18s. net. 

(THE NEW " NYSTROM ") 

THE MECHANICAL ENGINEER'S REFERENCE BOOK 

A Handbook of TahleSy Formvlce and Methods for Engineers, 
Students and Draughtsmen. 

By henry HARRISON SUPLEE, B.Sc, M.E. 

*' We feel sure it will be of great service to mechanical engineers."— ^9i^»neen'ti{;r. 

LONDON: CHARLES GRIFFIN A CO., LIMITED. EXETER STREET. STRANa 



46 CHARLES QRJFFIH <fc C0.*8 PUBLICATIONS. 

Second Edition. In Large Syo. Handsome Cloth. 16s. 

CHEMISTRY FOR ENGINEERS. 

BERTKAM BLOUNT, and A. G. BLOXAM, 

F.LC, F.O.8., A.I.C.E. F.I.C., F.C.8. 

aBNBBAL CONTENTS.— Introduotlon-ClitmlBtry of tHe CMef Material* 
of Com truotlon— Souroee of Bnergy— CliemlBtry of Steam-raUlng— Clieiiila- 
try of Lubrication and Lubrlcantg—Hetalliirgloal Prooeesee used In tk» 
Winning and Manufacture of Uetale. 

"The authors have sncosKDRD beyond all expectation, and have produced a work whlob 
•taonld j{iTe fessh power to the finKineer and Mana£Etctarer."->2%« Timet. 



By the same Authors, ** Chemistby for Manufacturbrs," see p. 71 
General Catcdogue, 



THE ELEMENTS OF CHEMICAL ENGINEERING. Bjr 

J. Grossmann, M.A., Ph.D., P.I.C. With a Preface by Sir 
William Ramsay, K.C.B., F.R.S. In Handsome Cloth. With 
nearly 50 Illustrations. Ss. 6d. net. [See page 50^ 



In Demy Quarto. With Diagrams and Worked Problems. 
2s. 6d. net. 

PROPORTIONAL SET SQUARES 

APPLIED TO GEOMETRICAL PROBLEMS. 

By Lieut. -Col. THOMAS ENGLISH, Late Royal Engmeers. 



Works by WALTER R. BROWNE , M.A., M.Inst.C.E. 

THE STUDENT'S MECHANICS: 

An Introduetion to the Study of Force and Motion. 

With Diagrams. Crown &vo. Cloth, 4s. 6d. 

" Clear in style and practical in method, 'Thb Studbmt's Mbchanics' is oocdiaUy to b» 
recommended from all points of yiew.^'—Atkdfuntm. 



FOUNDATIONS OF MECHANICS^ 

Papers reprinted from the Engineer, In Crown 8vo, is. 
Demy 8vo, with Numerous Illustrations, 9s. 

FUEL AND WATER: 

A Manual for Users of Steam and Water. 

By Prof. FRANZ SCHWACKHOfER of Vienna, and 

WALTER R. BROWNE, M.A., CE. 

Gbnbral Contbnts.— Heat and Combustion— Fuel, Varieties of— Firing Arrange nentsr 
Furnace, Flues, Chimney — The Boiler, Choice of— Varieties— Feed- water tieater»— ^ 
Steam Pipes— Water : Composition, Purification— Prevention of Scale, &c, &c 

" The Section on Heat is one of the best and most lucid ever wntttcu^-^Enginttr, 

IflNOON: CHARLES 6RIFFIN & UO.. LIMITED, EXETER STREET. STRANDl 



CHEMISTRY AND TECHNOLOGY, 47 

AUTHORISED ENGLISH TRANSLATION. 

In Large 8vo. Cloth. With about 160 Illustrations and 350 pages. 

A MANUAL OF 

THE PRINCIPLES OF SEWAGE TREATMENT. 

By Prof. DUNBAR, 

Director of the Institute of State Hygiene, Hamburg 

Tbanslated by harry T. CALVERT, M.Sc, Ph.D., F.I.C, 

Of tlie West Riding of Yorkshire Water Board. 
%* Professor Dunbar presents the subject in a logical and thoroughly scientific 
manner, and deals, not only with German conditions, but also very largely with those 
of this country and America, many of the admirable illustrations being English and 
American. 

BeautifuUy Illustrated, toith Numerous PlcUea, Diagrams, and 
Figures in the Text, Sis, net, 

TRADES' WASTEt 

ITS TREATMENT AND UTIIiISATION. 
Handbook for Borough Engineops, Surveyors, Architects, and Aaalysts. 
By W. NAYLOR, F.O.S., A.M.Inst.C.E., 

Chief Inspector of Riyers, Ribble Joint Committee. 

CORTBirFS.— I. Introduction.— II. Chemical Engineering.— III.— Wool De-greaslng 
and Grease Recovery.— rv. Textile Industries; Calico Bleaching and Dyeing.— V. DTeing^: 
and Calico-Prtnting.- VI. Tanning and Fellmongery.— YII. Brewery and DistUlery 
Waste.— vm. Paper Mill Refuse.— IX. General Trades' Waste.— Indbx. 

** There is probably no person in England to-day better fitted to deal rationally with 
■uoh a subject."— 5n<»'M Sanitarian. 



In Handsome Cloth. With 59 Illustrations. 68. net. 

SIMCOKE ASATSIMCENT. 

A Manual for the Use of Manufacturers, Inspectors, Medical Officers of 
Health, Engineers, and Others. 

By WILLIAM NICHOLSON, 

Chief Smoke Inspector to the Sheffield Corporation. 
Contents.— Introduction.- General Legislation against the Smoke Nuisance.— 
Local Legislation.— Foreign Laws.— Smoke Abatement.— Smoke from Boilers, Furnaces, 
and Kilns.- Private Dwelling-House Smoke. — Chimneys and their Construction.— 
Smoke Preventers and Fuel Savers. — Waste Gases from Metallurgical Furnaces.— 
Summary and Conclusions.— Index. 

" We welcome such an adequate statement on an important subject."— fin'tt«A 
MedicaX Journal. 



Second Edition. In Medium 8vo. Thoroughly Revised and Re-Written. 

15s. net, 

CALCAREOUS CEMENTS; 

THEIR NATURE, PREPARATION. AND USES. 
By gilbert R. REDGRAVE, Assoc. Inst. C.E., 

Assistant Secretary for Technology, Board of Education, South Kensington, 

And CHARLES SPACKMAN, F.C.S. 

•* We can thoroughly recommend it as a first-class investment." — Practical Engineer. 

LONDON: CHARLES GRIFFIN & P.O., LIMITED, EXETER STREET, STRAND^ 



4S CHARLE8 &R1FFIN A OO.'S PUBLICATIONS. 

ELECTRICAL ENGINEERING. 

Second Edition, Revised, In Large 8w. Handsome Cloth, Profusely 
Illustrated with Plates, Diagrams, and Figures. 24s, net, 

CENTRAL ELECTRICAL STATIONS: 

Their Desigrn, Organisation, and Management. 

By CHAS. H. WORDINGHAM, A.K.C., M.Inst.C.E., M.Inst.Mbch.K, 
Late Memb. of Council InstE.E., and Electrical Engineer to the City of Manchester ; 

Electrical Engineer-in-Chief to the Admiralty. 
" One of the most valuable contributions to Central Station literature we have had 
<br some timt."— Electricity. 



In Large 8vo. Handsome Cloth. Profusely Illustrated. 12s. 6d. net* 

ELECTRICITY CONTROL. 

A Treatise on EleetPie Switehgear and Systems of ElectPie Transmisston. 
By LEONARD ANDREWS, 

Associate Member of the Institution of Civil Engineers, Member of the Institution of 
Electrical Engineers, &c 

General Principles of Switehgear Design. —Constructional Details. — Circuit Breakers or 
Arc Interrupting Devices.— Automatically Operated Circuit- BreaJcers.— Alternating Reverse 
•Current Devices. — Arrangement of 'Bus Bars, and Apparatus for Parallel Running.— 
•General Arrangement of Controlling Apparatus for High Tension Systems. — General 
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